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Good news for transcontinental 
travelers is the new and ultra- 
modern EMPIRE BUILDER 
operating on a fast daily sched- 
ule between Chicago and the Pa- 
cific Northwest. 


This famous name train is pulled 
over the Great Northern run be- 
tween St. Paul, Minn., and Seattle, 
Wash., by General Motors loco- 
motives. Until inaugural of the 
hew streamliner fleet in February, 
the GM Diesels hauled the fast 
mail and one section of the old 
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Empire Builder between St. Paul 
and Wenatchee, Wash. 


On this 1628-mile stretch, the five 
General Motors passenger Diesels 
have maintained an over-all avail- 
ability average of 99.4% since their 
delivery in April and June, 1945. 
Three of the locomotives have met 
their mileage assignments 100% 
of the time through nineteen con- 
secutive months of service. 
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These 4,000 horsepower, two-unit 
GM Diesels have rolled up a grand 
total of 1,878,832 miles — an av- 
erage of 375;766 miles apiece — in 
round numbers, more than 19,000 
miles per locomotive per month. 


On this crack streamliner, as well 
as on 150 other name trains, the 
advantages of General Motors 
Diesel operation are strikingly re- 
vealed in. unmatched power, de- 
pendable on-the-dot arrival, quiet 
operation at high speeds and quick 
velvety acceleration. 
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Why Withhold Solvent Railroads 
from Their Owners? 


Just how long, for what reasons, and by what means, 
should a railroad that is no longer bankrupt be kept 
under the control of a federal court? This question was 
squarely raised by the public row which recently broke 
out between representatives of the bondholders of the 
Rock Island, and Federal District Judge Igoe and 
Aaron M. Colnon, his appointee as a truste. 

The Rock Island became bankrupt fourteen years ago, 
and under section 77 of the Bankruptcy Act passed 
into the control of Judge Wilkerson and trustees then 
appointed by him. After Judge Wilkerson retired the 
road passed early in 1940 into the control of Judge 
Igoe, who in 1943 appointed Mr. Colnon co-trustee 
with J. B. Fleming to succeed one of the trustees who 
had died. The Interstate Commerce Commission sent 
the court a plan of' reorganization in October, 1940, 
which it proposed be made effective January 1, 1941. 
As the plan reduced fixed charges from $15 million to 
$2 million and wiped out the former stockholders. the 
railroad’s previous and subsequent earnings record is 
significant. 


A Confiscatory Plan of Reorganization 


In the eight years ending with 1931 the Rock Island’s 
net operating income ranged from as high as $25 million 
in 1929 to as low as $13 million in 1931 and averaged 
over $20 million. In the eight years ending with 1939 
it ranged from a deficit in 1935 to $514 million in 1939 
and averaged $2% million. In the seven years ending 
with 1946 it ranged from $8 million in 1940 to almost 
$38 million in 1943 and averaged over $23 million. In 
1946 the road earned $16% million when many roads 
earned nothing or less, and in the first quarter of 1947 
it earned at an annual rate of about $22 million. 

The facts show that, whatever the defects of its 
former capitalization, the Rock Island was bankrupted 
by the depression ; that the Commission’s reorganization 
plan was based on the assumption that the depression 
and depression earnings would be permanent; and that 
this assumption has proved wholly groundless, thereby 


proving the reorganization plan indefensibly confisca- 
tory. 

Nevertheless, in spite of some minor modifications 
made in 1941 and 1944, the final plan of reorganization 
is virtually the same as that adopted by the Commission 
in 1940; and three years have now passed since the 
Commission notified Judge Igoe that it would- not 
modify it further. 


Why Has Court Retained Control? 


Why, then, has the court retained control of the 
railroad to the present time? Why, as‘its new ownership 
was settled apparently beyond further reasonable ques- 
tion three years ago, was it not long since handed over 
to the management of its owners? 

Being unable to get final action by Judge Igoe, repre- 
sentatives of the prospective owners of the new securi- 
ties recently got an order from the Circuit Court of 
Appeals directing him promptly to put the reorganiza- 
tion plan into effect. The plan contemplated appointment 
by the court of five reorganization managers from a 
panel nominated by the security-owners. They nomi- 
nated four men, all of the highest standing, two of them 
Chicago bankers and two midwestern business men, 
but Judge Igoe refused to confirm two of them, reserv- 
ing to himself the alleged: right and power to appoint 
three, or a majority, selected by himself. An attorney 
for the security-holders charged in open court that this 
constituted a material alteration of the plan and had as 
its purpose retention by the judge of control of the 
railroad. The court promptly fined him $100 for con- 
tempt, which he promptly paid. Then the security 
owners went again to the Circuit Court of Appeals— 
this time with two petitions, one for a writ of mandamus 
to compel complete effectuation of the plan, the other 
for a change of venue from Judge Igoe and the removal 
of Trustee Colnon for alleged misuse of his position. 
The Circuit Court of Appeals this week again ordered 
Igoe to carry out the plan, and held that his attempt to 
appoint a majority of three reorganization managers 














not nominated by the security-owners exceeded his 
authority. Decision on the demand for termination of 
Igoe’s and Colnon’s authority over the Rock Island has 
not yet been made. 


Does Court Seek to Continue Control? 


The committee of reorganization managers will ap- 
point the first board of directors of the new company, 
who will appoint its officers. It follows that, whatever 
may have been Judge Igoe’s purpose, the effect of his 
selection of a majority of the reorganization managers 
could have been that he would have retained control of 
the railroad after it had ostensibly passed into the 
control of its owners. He has now had control of it for 
seven years, during the more recent years of which the 
handling of the railroad by him and Mr. Colnon has 
been severely criticized in court, in the press and else- 
where. If he was seeking to retain control, no good 
reason why he should have been allowed to do so was 
given. 

The Supreme Court of the United States said in an 
opinion on April 1, 1935, “The delay and expense inci- 
dent to railroad receiverships and foreclosure sales 
constitute probably the chief reasons which induced the 
passage of section 77; and to promote the perpetuation 
of these evils under this new legislation would be sub- 
versive of the spirit in which it was conceived and 
adopted.” The Rock Island case affords one of many 
bad examples, but perhaps the worst example, of “per- 
petuation” and intensification under section 77 of the 
“delay and expense” and other evils the Supreme 
Court said were formerly incident to railroad receiver- 
ships and foreclosure sales. No law ever more com- 
pletely failed of its purposes or increased more the evils 
it was intended to remedy, than section 77; and Con- 
gress has a plain duty to adopt legislation that will ex- 
pedite the return to their owners of the management of 
railroads still technically in “bankruptcy,” but which 
actually long since became solvent. 


Higher Track Standards 
Actually More Economical 


The railroads have made marked progress in the 
overall strengthening of their roadbeds and tracks 
during the past decade, despite some suspicion and even 
charges to the contrary. Moreover, they are carrying 
on roadway maintenance with an efficiency never before 
approached—thanks to the stronger track structure on 
the one hand, and, on the other, to their increasing ac- 
quisition of power machines and tools for roadway 
maintenance. 


Much Heavier Rail Now Used 


The average weight of rail purchased by the railways 
has steadily increased to the point where, during the 
decade ended with 1945, the last year for which figures 
are available, more than 77 per cent of the rail acquired 
weighed 100 Ib. per yard or more, including a sizable 
tonnage of the 152-lb. section. This compares with the 
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situation during the early Twenties when only about 
35 per cent of the rails purchased weighed 100 Ib. per 
yard or more, and the heaviest section was 136 lb. With 
this preponderance of heavier rail in recent years has 
come increased strength in all other elements of the 
track structure, including joint bars, bolts, tie plates, 
ballast, and crossties. 

Purchases of power equipment to apply these heavier, 
stouter track materials, have risen since 1937 almost 
steadily from a total of about 2,800 units in that year, 
at a cost of approximately $3,600,000,-to an average 
for the past five years in the neighborhood of 8,100 
units, at a cost of approximately $12,150,000. Almost 
without exception, as a result, the fixed properties of 
the railways are better maintained than they could pos- 
sibly be otherwise, and this has been accomplished with 
an economy that could not be approached with opera- 
tions less mechanized. 

There are, unfortunately, still some members of man- 
agement who resist increased expenditures for a stouter 
track structure and the modern machines necessary to 
maintain it, unless they can see an immediate return on 
the investment involved—which is not always forth- 
coming, or readily measurable in dollars and cents. 
Some of these opponents complain that they see no 
reduction in overall maintenance-of-way expenses as 
the result of larger expenditures for heavier materials 
and for equipment to mechanize operations. If by this. 
they mean that, for the same results, overall costs today 
are higher than in earlier years when materially lower 
prices prevailed, they are correct in their figures, but 
they are wrong in their deductions. 


Equal Outlays Mean Substantial Savings 


Under the inflation that has occurred in recent years 
in both material prices and wages, a true measure of 
the savings effected by expenditures for stronger and 
more durable materials and more efficient maintenance 
methods cannot be had by comparing present overall 
costs with those of earlier years. This can be gained 
only by comparing with earlier years what present costs 
would be if the improvements in question had not been 
made. Thus, in any comparison, consideration must be 
given to the savings being effected in materials and 
labor through the improved standards and methods 
adopted—and examination of the facts shows these 
savings to be considerable. 

Looking only at the savings in track labor, the experi- 
ence of one large road, which has been in the forefront 
in constantly strengthening its track structure and in 
mechanizing maintenance operations, is very revealing. 
On this road, the man-hours of track labor in 1946 per 
100 million gross ton-miles of freight traffic handled 
were less than one-half as much as in 1929 (15,529 
compared with 32,345) and were less than the depres- 
sion low of 17,092 in 1932. In fact, ever since 1936, 
when the corresponding figure was 25,306 man-hours, 
the amount of track labor employed on this road per 
unit of traffic has decreased, extending even through 
the peak of the war years, when it reached only 19,483 
man-hours per 100 million gross ton-miles. 

This one item alone has meant a saving—attribut- 
able, in the words of one of the road’s chief maintenance 
officers, “to the increased use of heavier rail, treated 
ties, larger tie plates, work equipment, etc.”—of ap- 
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proximately 32,867,000 man-hours, or in the neighbor- 
hood of $27,900,000 at current track labor wage rates, 
when 1946 performance is compared to that of 1929. 
Add to this the huge savings that are being made 
annually through the smaller requirements for rail, ties 
and other track materials due to improved standards, 
and the true picture of the benefits inherent in a 
stronger track structure and mechanized roadway oper- 
ations, on this road alone, becomes clear. 

Other roads that have been equally progressive in 
track maintenance standards and methods can doubt- 
less show similar enviable records, and, where this is so, 
those in responsible charge of the fixed properties 
should make certain that their managements are aware 
of these facts. It is time that such figures were known 
and acknowledged. If and when they become so, there 
will be more stout track structure and still greater 
mechanization of roadway maintenance methods—to the 
benefit of the railroads in economy and to their patrons 
in safer, faster and more dependable service. 


Steam Generators 
Inspected at Terminals 


The question of steam-generator performance on 
Diesel locomotives used in passenger-train service is 
of definite interest to railway operating as well as 
mechanical-department officers because of its important 
bearing on reliably comfortable train service and be- 
cause it is one of the things which may limit the number 
of cars that can be adequately heated and, therefore, 
be operated behind a single locomotive. This limitation 
applies in summer as well as winter on roads having a 
high percentage of steam-ejector-type air-conditioning 
equipment and extreme cooling requirements. In some 
instances, 25 per cent more steam is required for cooling 
in summer than for heating in winter. 

Attention has already been called in these columns 
earlier this year (February 1, page 264) to the in- 
genuity and skill involved in building steam generators 
of high capacity in such relatively small space. As a 
matter of fact, when one of these steam generators 
was recently redesigned for larger output, its capacity 
was increased practically one-third without making the 
unit appreciably larger or heavier. This easily qualifies 
as a distinct engineering achievement, based not only 
on a full knowledge of the properties of modern ma- 
terials and fabricating methods but on a wide experi- 
ence in the problems associated with this particular 
kind of equipment. 

Some of the adverse conditions under which steam 
generators are required to operate, namely, continuous 
use for long periods at peak loads, relatively limited 
feedwater-carrying capacity on the locomotive, and more 
or less intricate automatic controls on the generator 
itself, were also mentioned in our earlier comment on 
this matter. Within capacity limitations, however, 
present types of steam generators on Diesel locomotives 
are giving a good account of themselves in efficient 
and reliable service. 

One fundamental requirement now receiving increased 
attention is the need of a high standard of maintenance 
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for these steam generators. This can be assured only 
by a definite procedure of periodic terminal inspection 
and the prompt correction of any deficiencies found. 
Complete inspection procedure instructions are avail- 
able in bulletin form for general use by railway forces 
responsible for the maintenance and satisfactory opera- 
tion of this equipment. This inspection takes about 
25 min. and railroads regularly following the test pro- 
cedure, as recommended after each 2,500 miles of serv- 
ice, are practically assured of reliable performance 
through the next service period. When a locomotive 
makes less than 2,500 miles in a single run, a turn- 
around check between runs will generally be required 
to prove that operating conditions are satisfactory. 

On many railroads Diesel programs have grown 
rapidly, and Diesel engine maintenance forces in pro- 
portion, without a corresponding increase in the number 
of trained men available to maintain steam generators 
at terminal points. The steam generators now applied 
to practically all Diesel locomotives are the smallest, 
lightest and most effective source of steam yet developed 
for this purpose. They deserve adequate periodic ter- 
minal inspection and maintenance in order to function 
as intended and to meet reliably the exacting require- 
ments of modern passenger-train service. 


C.T.C. on Multiple Track 


So much has been said concerning centralized traffic 
control on single-track lines that insufficient attention 
has perhaps been directed to the fact that this system 
also can be and is being used to increase the capacity 
of sections of two or more main tracks. The installa- 
tions of C.T.C. in the United States total 7,383 mi. 
of track on 6,495 mi. of road; thus, 988 mi. of track 
so equipped is in double or multiple-track territory. On 
the Boston & Maine, for example, 304 track-miles are 
equipped with C.T.C. on 135 road-miles. 

On double track, centralized traffic control includes 
signals for authorizing train movements in both direc- 
tions on both tracks, just the same as on two single 
tracks side by side. By means of crossovers, also under 
the control of the dispatcher, trains are diverted from 
one track to the other so that a faster train can be run 
around a slower one going in the same direction, thus 
keeping both trains moving at normal speed, rather 
than have one of them waste time waiting on a siding 
or ina yard. During the hours of the day when the 
preponderance of traffic is in one direction, extended 
sections of both tracks can be used by trains in that 
direction, as for example, “inbound” in the morning 
or “outbound” in the evening. 

The Boston & Maine has‘several sections so equipped, 
one of which covers the 40.8 mi. between Rollinsford, 
N. H., and Rigby, Me. The Texas & Pacific has 
C.T.C. on 31.8 mi. of double track between Dallas, Tex., 
and Fort Worth. The Chicago & North Western is 
now installing C.T.C. on 75.6 mi. of double track 
between West Chicago, IIl., and Nelson. On sections 
of three tracks, the middle track is usually signaled 
for train movements in both directions so that two 
tracks can be used one way or the other according to 
the preponderance of train movements. 
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The coaling stations are streamlined and otherwise treated 
to harmonize with the locomotives that will use them 


WO locomotive coaling stations in- 

corporating an entirely new con- 
cept of architectural treatment for such 
structures have been constructed on the 
Chesapeake & Ohio. From the view- 
point ef appearance the outstanding 
feature of the treatment accorded these 
two stations is their complete encase- 
ment in such a manner as to present a 
modern streamlined aspect in harmony 
with the particular locomotives that 
they were provided to serve. These 
stations are also noteworthy from a 
mechanical point of view, for they in- 
corporate features which make it pos- 
sible to supply locomotives with coal 
while they remain attached to their trains 
during scheduled stops as short as three 
minutes. 


Will Serve New Power 


The locomotives that the new stations 
are designed to serve are the coal-burn- 
ing steam-turbine-electric locomotives 
that the C. & O. is planning to place 
in service for hauling high-speed pas- 
senger trains over its line between Wash- 
ington, D. C., and Cincinnati, Ohio. This 
line is 599 miles long and crosses the 
Blue Ridge, North Mountain and Al- 
legheny ranges of the Appalachian 
mountains. In the operation of pas- 
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_ Coaling Stations 
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treatment and other 


senger trains over this line at present 
the practice is to change locomotives 
for each train at several intermediate 
points. With the new type of motive 
power, however, the entire run_ will 
ordinarily be made without changing 
locomotives. This consideration, com- 
bined with the fact that the trains drawn 
by the new power will operate on a 
high-speed schedule, will require that 
the fuel and water supplies of the loco- 
motives be replenished while the trains 
are standing at stations. 

It is contemplated that water will be 
taken on by the locomotives at several 
places en route. The coal supply, how- 
ever, will be replenished at only one 
location in each direction, namely, at 
Hinton, W. Va., for eastbound trains 
and at Clifton Forge, Va., for westbound 
trains, these places being located on op- 
posite sides of the Allegheny moun- 
tains. At each of these locations the 
scheduled stop of the trains will be only 
about three minutes for loading and un- 
loading passengers and for doing other 
work, and it was necessary to design 
the coal and water facilities to permit 
the servicing of the locomotives within 





corporate 


_ Keep Step with 
_ Modern Steam 
Power on 


the C. & O. 


Two structures built to serve new 
steam-turbo-electric locomotives in 


high-speed passenger service in- 


special architectural 


innovations 


this time limit. In each case, there- 
fore, it was necessary to locate the coal- 
ing station in such a position at one 
end of the passenger platform that the 
locomotives can be serviced while 
standing at the station. 

It is recognized on the C. & O. that, 
in addition to comfort and convenience, 
modern transportation demands careful 
attention to appearance, especially where 
facilities are located in close proximity 
to passenger stations where they can 
be seen by patrons and others. For this 
reason, in designing the new coaling 
stations required at Clifton Forge and 
Hinton, it was decided to depart from 
previous practice and to erect struc- 
tures that would not only be pleasing to 
the eye but which would be streamlined 
and otherwise treated to conform with 
the appearance of the locomotives that 
would be served by them. Based on this 
concept, a type of architectural treat- 
ment was evolved in which all parts, 
including the overhead storage bin, are 
encased in a structure that is not only 
of modern streamlined design but which 
has the same blended color scheme as 
the locomotives it will serve. In fact, in 
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exterior appearance, the structures are 
counterparts of these locomotives. 
While appearance was an important 
consideration in designing the new coal- 
ing stations, the necessity of keeping in 
mind the requirement that locomotives 
must be coaled within the time limits 
of the scheduled stops was of equal im- 
portance. To fulfill this requirement it 
was recognized that the operator of the 
coaling station must have a clear un- 
impeded view of the coal compartment 


.of the locomotive when it is in position 


for coaling. These compartments, on 
the steam-turbo-electric locomotives, are 
provided with hydraulically-operated 
hinged hatch covers which are kept 
tightly closed except when they are open 
during the coaling operation. The need 
for assuring the coaling station operator 
a clear view of these compartments and 
the necessity of assuring rapid dis- 
charge of coal from the overhead storage 
bin were the primary criteria around 
which the other design features had to 
be arranged. 

Adequate vision for the operator was 
assured by so locating the operator’s 
cabin that it projects somewhat beyond 
the facade of the coaling station en- 
closure and by providing it with ample 
window space. Directly above the op- 
erator’s cabin is a projecting canopy 
which not only fits pleasingly into the 
architectural concept, but which also in- 
corporates a pair of floodlights that 
spread their cones of light over the 
coal compartment of any locomotive be- 
ing serviced at night. 


The Coaling Aprons 


In conventional coaling stations the 
coaling aprons—the means ‘whereby coal 
is delivered from the storage bin to the 
locomotive tender—are generally per- 
mitted to hang outside of the building 
line proper over the track at a height 
to satisfy clearance requirements. In 
designing the coaling stations at Clifton 
Forge and Hinton it was felt that such 
an arrangement would impair their 
streamlined appearance, and for this 
reason it was considered essential to 
provide recesses in the building facades 
into which the aprons could be with- 
drawn when not in use. 

Another cofisideration influencing the 
design of the aprons was the necessity 
of making provision for spreading a full 
load of coal over the entire length of 
the coal compartment of the locomotive. 
It was recognized that a single apron 
would be insufficient for this purpose. 
Also, while it is possible to spread coal 
over long tenders with laterally-sus- 
pended swing aprons (loading the coal 
Progressively in a path parallel with 
the tracks), this idea, after an extensive 
study, had to be discarded. This de- 
Cision was reached not only because of 
the desirability of minimizing the 


amount of coal dust given off during 
the coaling operation, but also because 
the use of such chutes would have com- 
plicated the problem of recessing them 
within the limits of the stations and 
would have conflicted with the other- 
wise simple treatment of the structures. 

Because of these considerations it 
was decided to equip each of the two 
stations with two coaling aprons, one 
on each side of the operator’s cabin, 
which would be hinged at one end on an 
axis parallel with the track. It was 
reasoned that, when coaling a locomo- 
tive, the two aprons could be lowered 
to a position between the raised hatch 
covers, which covers would then form 
a wind guard while coal was being dis- 
charged. Furthermore, such aprons 
could be gradually raised to top off the 
deposited coal, and then raised farther 
into their respective recesses in the 
facade. 

To allow for variations in spotting 
locomotives at the servicing facilities, 
the necessity of providing for a lateral 
motion of the aprons had to be taken 
into consideration, since no movement 





of the train is possible at a station stop 
while discharging and taking on pas- 
sengers. To make the necessary lateral 
swing motion possible each apron is 
mounted on a turret platform. These 
platforms are each actuated by means 
of a hand wheel located inside the op- 
erator’s cabin, the operating mechan- 
ism including a chain drive connected 
with horizontal spindles with universal 
joints. (Operation of the swing mo- 
tion of the turrets by this method is 
comparatively slow and it may be that 
the motion will have to be motorized if 
the need for this is indicated under ac- 
tual operational tests.) The turret plat- 
forms, with their drives, are equipped 
with central positioning switches and 
interfering interlocking switches to pre- 
vent the jamming of a laterally dis- 
placed apron when entering the recess 
in the building. 

The use of two aprons at each of the 
coaling stations secures the necessary 
speed in discharging coal when fueling 
locomotives. However, because of their 
recessed positions in the wall of each 
structure, the distance that the aprons 


The coal discharge aprons, which are withdrawn into recesses in the 


facade when not in use, are being lowered into the discharge position 
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Map of a portion of the C. & O., showing the route between Cincinnati and 
Washington. The coaling stations that have been built to serve the new steam- 
turbo electric locomotives are located at Hinton, W. Va., and Clifton Forge, Va. 


must be lowered to place them in posi- 
tion for discharging coal is three times 
greater than the path of travel for con- 
ventional equipment. <A _ time-study 
analysis revealed that manual methods 
for lowering the aprons would be too 
slow to allow locomotives to be coaled 
within the allotted time. Thus, power 
drives were considered essential. An 
electrically-operated winch mechanism 
was selected for this purpose in prefer- 
ence to a hydraulic drive. The me- 
chanism chosen is mechanically self- 
locking, has automatic stops, is electrical- 
ly interlocked and is controlled by push- 
button stations installed beneath the 
window in the front panel of the op- 
erator’s cabin. These winch mechan- 
isms were installed on the turret plat- 
forms that provide the lateral swing 
motion of the aprons. 


The Coaling Gates 


The coaling gates in the stations are 
of the undercut type and are operated 
by hand wheels and chain drives, tests 
having shown that such gates will per- 
mit the release of sufficient quantities 
of coal to permit locomotives to be fueled 
in the allotted time. However, it is 
necessary that the discharge of coal be 
subject to effective control to prevent 
the coal compartments of locomotives 
from becoming overcharged, which 
would prevent the proper closing of the 
hinged hatch covers. This, in turn, 
would not only result in coal dust being 
carried into the air during the run but 
would also, by increasing wind resis- 
tance, impair the locomotive’s speed. 
For this reason, provision was made to 
permit the operator to shut off the flow 
of coal instantly by means of snap-action 
quick-release mechanisms of the spring- 
set lever-operated type, which were in- 
stalled inside the cabin, one on either 
side, just behind the hand wheels for 
operating the gates. 

All operational aspects of the coaling 
apparatus were engineered with a view 
to speedy performance, reliability and 
accessability. To permit the coaling sta- 


1206 





tions to function even ’in the event of a 
power failure affecting the apron-posi- 
tioning drives, auxiliary hand-operated 
chain drives with universal joints were 
provided. 


Construction Features 


Basically, each of the new coaling 
stations is of structural steel design and 
is supported on a reinforced concrete 
foundation, constructed integrally with 
the coal-receiving hopper pit. In each 
station the coal is automatically received 
by a roller-type skip bucket through a 
Simplex feeder and is delivered to the 
overhead storage bin which has a ca- 
pacity of 50 tons. The coal-receiving 
and hoisting equipment used was chosen 
to provide a reliable means of assuring 
coal availability in the storage bin and 
also to keep the power consumption per 
ton of coal hoisted to a minimum. In 
addition, the equipment used provides 
a bucket that is positively guided 
throughout its run to prevent derail- 
ment or spilling. 

Further assurance of satisfactory and 
trouble-free hoisting ‘operation is given 
by the use of fully-enclosed all-herring- 
bone drive units without open gears, 
and with ample reserve capacity. More- 
over, a bin-capacity switch device, in- 
terlocked with other control elements, 
stops the hoisting cycle when the full- 
bin-level has been reached, at which 
time an indicating light is illuminated. 


The Enclosures 


Each of the new coaling stations is 
entirely enclosed in a shell of corrugated 
metal, which, as already stated, is 
characterized by simple, modern lines 
and which, to add further to this as- 
pect, is provided with lines of porthole- 
type windows in addition to square 
windows for daylighting specific rooms. 
The lower portion of the enclosure, 
which projects somewhat in each di- 
rection from the tower section above, 
consists of a shelter shed of sufficient 
length to accommodate a single coal 










car. This section has flat roof lines and 
is provided with banks of windows di- 
rectly under the roof. 

To prevent the escape of coal dust 
when cars are being discharged, the 
ends of the shelter shed are closed by 
means of overhead rolling doors oper- 
ated by chain hoists. 

The coal-hoisting machinery, electric- 
control equipment and switch gear in 
each station are located in a machinery 
room inside the structure in the space 
above the shelter shed for coal cars and 
beneath the inclined bottom plates of 
the storage bin. To prevent dust from 
accumulating inside the machinery 
room it is enclosed with protected-metal 
flat-type sheathing. This room is well 
illuminated during daylight hours by 
ample windows in the exterior walls 
of the building. Both the machinery 
room and the operator’s cabin, which 
adjoin each other, are finished on the 
interior in light colors, and have electric 
lights for night operation. From the 
machinery room access is provided by 
means of doors to the turret-supporting 
platforms in order to facilitate mainte- 
nance of the apron-swing machinery 
and coaling-gate mechanisms. An in- 
terior stairway from the ground level 
to the machinery room was continued to 
the head frame on top of the storage 
bin to give access to all other machinery 
and to the cable sheaves. 

Garfield, Harris, Robinson & Schafer, 
architects, Cleveland, Ohio, were con- 
sultants in the design of the exteriors 
of the buildings. Roberts & Schaefer Co., 
Chicago, made requested changes in its 
standard design for coaling stations 
proper, and furnished. and erected the 
entire structures. 








Photo courtesy of Albert G. Hale 


The Boston & Maine’s “Ambassador” 
leaving Potter Place, N. H. 
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Sickness Benefits Begin July I 


Ee employees who are un- 
able to work because of sickness 
or injury may collect cash benefits under 
the Railroad Unemployment Insurance 
Act beginning July 1. This act—which, 
since 1939, has provided payments for 
railroad employees who cannot find work 
—was broadened by Congress last year 
to include benefits for a limited period 
for those who are not able physically 
to work. The illness or injury need 
not be service-connected; it does not 
matter how or where it occurred. To 
aid railroad employees to obtain the new 
sickness benefits to which they are en- 
titled by the so-called Crosser amend- 
ments, the Railroad Retirement Board 
has established a relatively simple pro- 
cedure, which is summarized herewith. 


Who Is Eligible? 


To be eligible for benefits in the 
coming fiscal year, an employee must 
have earned at least $150 in railroad 
work in 1946. He must also furnish 
the R.R.B. with acceptable evidence of 
his inability to work. This evidence 
will be supplied in a “Statement of Sick- 
ness” prepared by a medical doctor on 
a form furnished by the R.R.B. The 
doctor may be the employee’s family 
physician, a railroad physician or sur- 
geon, or any other recognized doctor 
of medicine the employee chooses. The 
“Statement of Sickness” will include a 
diagnosis of the patient’s disability, to- 
gether with any other findings bearing 
on the illness, the date the employee 
became sick or injured, and the date 
the doctor believes the claimant will be 
able to return to work. 

Before any payment can be made, an 
employee must have been sick for more 
than seven days out of a two-week 
period. If he is still sick and unable 
to work, he may then receive benefits 
for the remaining seven days in that 
period. In later two-week periods in 
the same year he may be paid for each 
day of sickness over four. Except for 
the initial period, weekly benefits for 
a continuous illness range from $8.75 to 
$25, depending upon the employee’s rail- 
road earnings. To get the highest rate, 
the employee must have earned at least 
$2,500 in 1946. The maximum payable 


‘in a year varies from $227.60 to $650. 


According to the R.R.B., it is im- 
portant that employees be able to obtain 
the application forms easily because of 
the short time allowed them in sub- 
mitting proof of illness to the board. 
Notice of a disability, in the form of a 
doctor’s statement, which is a part of 
the application form, must be mailed 
to the board on the sixth or seventh 
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day after the first day for which benefits 
are claimed. This requirement will 
sometimes be difficult for a sick or in- 
jured person to fulfill without coopera- 
tion from reliable sources, the board 
asserts. 

The law places several limitations on 
the payment of benefits. Sickness pay- 
ments cannot be made for any day for 
which an employee actually receives 
pay—such as sick leave, vacation or 
lost-time pay. Receipt of other social 
insurance benefits will also disqualify 
an employee. Included among these 
are annuity or pension payments and 
unemployment benefits payable under 
any state or federal law, and sickness 
or maternity benefits payable under any 
law other than the Railroad Unemploy- 
ment Insurance Act. There is one ex- 
ception to this provision in the law, 
however. If a qualified railroad em- 
ployee is unable to work and his annuity 
or pension is smaller than the sickness 
benefits otherwise payable, he may be 
paid the difference. If the annuity or 
pension is larger, he is not entitled to 
sickness benefits. 

The law also imposes a disqualifica- 
tion for fraud. In such a case an em- 
ployee may not receive benefits for 75 
days, beginning with the first day of 
each claim period for which the board 
finds that false or fraudulent statements 
were made to obtain payments of bene- 
fits. In addition, an individual found 
guilty of such fraud may be assessed 
a fine of not more than $10,000, or 
imprisoned for up to one year, or both. 

Receipt of benefits under a _ non- 
governmental plan of sickness insurance 
does not prevent payment of benefits 
for the same disability under the Rail- 
road Unemployment Insurance Act. 
Likewise, sickness benefits received un- 
der the act do not affect an employee’: 
claim for damages against his employer 
in cases of work injuries; but if dam- 
ages for an injury, work-connected or 
otherwise, are collected, the board is 
entitled to a refund of any sickness 
benefits paid or the amount of the 
damages, whichever is smaller. 

Unlike claims for unemployment bene- 
fits, sickness claims must be sent to the 
Railroad Retirement Board by the em- 
ployee himself, or by someone acting 
for him. The railroads, however, have 
been asked by the board to cooperate in 
the administration of the program by 
making the necessary forms available 


’ to employees at convenient locations. 


Most employers have consented to keep 
supplies of forms on hand in their shops 
and offices, including unemployment 
claims agents’ offices, and in their hos- 
pitals and relief associations. Offices of 
the Retirement Board and local lodges 





of railway labor organizations will also 
have adequate stocks available. 

The first step an employee takes in 
filing a claim for sickness benefits is to 
obtain the necessary form from one of 
the sources mentioned above. This ‘is 
a two-part form, one part of which is 
the application, to be completed by the 
employee. The other part is the “State- 
ment of Sickness,” to be completed by 
his doctor. The board does not stand 
any part of any fees charged by the 
doctor.. 


Filing the Claim 


After both parts of the form are filled 
in, the employee must send it to the 
regional office of the Railroad Retire- 
ment Board to which it is pre-addressed. 
This serves as notice to the board that 
the employee desires to claim sickness 
benefits and substantiates his inability 
to work. Registration for specific 
periods of sickness will be made on a 
claim form sent to the employee after 
his application and sickness statement 
has been examined. 

If an employee is so sick or injured 
that he cannot sign the forms, someone 
acting for him should write promptly 
to an office of the board so that the 
employee’s rights to benefits will be 
protected until further action on his 
claim can be taken. 

Upon receipt of a claim for specific 
days of sickness, the board will deter- 
mine the amount of cash benefits due the 
claimant. All claims will cover 14 
consecutive-day periods and payments 
will be made on the basis of the number 
of days of sickness in each period and 
on the employee’s daily benefit rate. 
The following table shows for each 
earnings bracket the daily benefit rate 
and the maximum amount payable in 
a year. The latter is 130 days’ benefits. 





Daily Maximum 

Earnings benefit rate benefit 

$ 150—$ 199.99 ....... $1.75 $227.50 
200— 474.99 ....... 2.00 260.00 
475— 749.99 ....... 2.25 292.50 
750— 999.99 ....... 2.50 325.00 
1,000— 1,299.99 ....... 3.00 390.00 
1,300— 1,599.99 ....... 3.50 455.00 
1,400— 1,999.99 ....... 4.00 520.00 
2,000— 2,499.99 ....... 4.50 585.00 
2,500 or more .......... 5.00 650.00 





For example, assume that an em- 
ployee who earned $2,300 in 1946 be- 
comes ill in July, 1947. His daily 
benefit rate is $4.50. Since he may 
receive payment for all days of sickness 
over seven in his first 14-day registra- 
tion period, his first check would be 
seven times $4.50, or $31.50. If he 
was still unable to work after those two 
weeks he would be paid for all days 
over four in later periods. He would 
then receive ten times $4.50, or $45.00, 
for later periods in which he was con- 
tinuously disabled. If he was forced 
to remain off the job for 27 weeks he 
could draw a maximum of $585.00. 
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P. F. E. Receives Refrigerator Cars 


Five thousand new cars are coming off the assem- 
bly lines in five car builders’ plants to fill the largest 


single order for new equipment since the war 


HE 5,000 refrigerator cars now be- 

ing built for the Pacific Fruit Ex- 
press Company, when delivered, will 
bring the number of P. F. E. refriger- 
ator cars in service up to a total of 41,- 
000. The cars are being constructed in 
lots of 1,000 each by five car builders, 
including the American Car & Foundry 
Co., General American Transportation 
Corporation, Pacific Car & Foundry Co., 
Pressed Steel Car Company and Pull- 
man-Standard Car Manufacturing Com- 
pany. 

The new cars embody all of the im- 
provements in design developed in ex- 
tensive research over the years by P. F. 
E. engineers in conjunction with those 
of the owner lines, the Southern Pacific 
and the Union Pacific, in an effort to 
secure better and more efficient service. 
Recommendations of the Fruit and Veg- 
etable Trade Committee are also incor- 
porated in the design which includes 
numerous tested new features. 


Improved Features 


Convertible bunkers give a 39-ft. 
loading space in the car with bunkers in 
retracted position. Half-stage icing 
grates, hinged for easy handling, reduce 
the ice capacity to about 5,600 Ib., as 
against full bunkers of 11,600 Ib., thus 
helping the industry to effect economies 
during cooler months. 

Side-wall flues break direct contact 
between the car walls and the load. Air- 





One of the new P. F. E. refrigerator cars 


circulating fans step up the circulation 
of air within the car, maintaining more 
uniform temperatures. This feature 
benefits both refrigeration and heater 
service. Diagonal floor racks give more 
bearing surface for all types of lading 
without impairing circulation of the air. 
Easy-riding high-speed trucks reduce 
breakage and settling of loads. 

The car incorporates lightweight steel 
construction with an estimated weight 
saving in excess of 4,000 Ib. per car. An 
additional inch of insulation is used all 
around, giving these new cars 4 in. in 
the side walls and ends and 4% in. in 
the roofs and floors. 








The car design calls for a 40-ton steel- 
sheathed wood-lined refrigerator car, 
made of low-alloy high-tensile steel and 
equipped with 80,000-lb. capacity trucks, 
convertible ice tanks and air-circulating 
fans. The trucks, with 3!%e in. spring 
travel, are designed to assure easy rid- 
ing, either loaded or empty. Where 
obtainable, one-wear wrought - steel 


wheels are applied; otherwise chilled 
iron wheels are being used. 

The car is 44 ft. 834 in. long over the 
coupler pulling faces. The length be- 
tween ice tanks is 33 ft. 234 in.; width 
inside of lining, 8 ft. 3 in.; height, floor 
to ceiling, 7 ft. 10% in.; height, floor 








Top and partial end view show- 
ing details of the construction 


rack to ceiling, 7 ft. 3 in. The side 
doors are 4 ft. wide by 7% ft. high. 
Ice bunkers will hold 11,500 Ib. of chunk 
ice and proportionately more crushed 
ice. The cubic capacity of the car with 
bulkheads in place is 1,988 cu. ft. and 
with bulkheads collapsed 2,330 cu. ft 
The light weight of one of the first cars 
delivered by Pullman-Standard was 54,- 
400 lb., giving a load limit of 81,600 Ib. 

The car underframe is an A. A. R. 
lightweight design of welded construc- 
tion in which high-tensile steel is used 
for body bolsters and cross bearers. Cen- 
ter sills are of open-hearth steel. The 
design has been planned to lighten the 
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structure wherever possible without re- 
ducing strength. Type-AB air brakes, 
A. A. R. approved power hand brakes, 
lightweight brake levers, brake hangers 
and brake balancers are applied. 

The sides are of riveted construction 
using .067-in. high-tensile steel sheets 
and %e-in. flanged U-type posts. The 
corrugated steel ends have a 4-in. cor- 
rugation and rounded corners reinforced 
with W-type corner posts, all of high- 
tensile steel.’ 

Ladders and grab irons are secured in 
a manner that will permit of easy re- 
moval and reapplication. They are se- 
cured by %-in. bolts in key slots covered 
by a specially designed washer which 
permits the application of safety ap- 
pliances from the exterior of the car. 
This will greatly facilitate repairs when 
ladders or grab irons are damaged. 

The height of the side door opening, 
7% ft., is the maximum clearance that 
can be had with floor racks raised 
against the walls of the car. With floor 
racks in place the loading opening is 7 
ft, which facilitates loading and _ top- 
icing operations. 





Continuity of the insulation has been 
considered in its application. Felted 
cattle hair or spun glass in blanket form 
is used. Side walls have insulation 4 in. 
in thickness plus one course of reflective 
insulation placed in the air space adja- 
cent to the steel sheathing. In applying 
the insulation, every effort has been 
made, so far as possible, to eliminate 
compression points in order that the 
material will retain its full insulating 
value throughout. This feature is con- 
sidered important and insulatien is com- 
pressed only at points when absolutely 
necessary for strengthening construction. 

The floor of the car is the P. F. E. 
standard construction with 414-in. of 
blanket insulation covering the entire 
floor area, waterproofed with heavy 
saturated felt, applied by moppings of 
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emulsified asphalt extending up side 


walls and into floor pans. This con- 
struction protects floor insulation from 
water from melting body ice. 

The roof is insulated with 4% in. of 
blanket insulation supported on wood 
carlines by %-in. thick plywood, with 
one course of reflective insulation. The 
roof is of riveted solid steel design, us- 
ing high-tensile steel in the hatchway 
construction with roof sheets and seam 
caps of open-hearth steel. Cars are 
equipped with all-metal running boards. 

Hatch covers and plugs are of the in- 
tegral type with pressed-steel covers to 
which are attached insulated plugs 
equipped with sponge-rubber gaskets 
which fit down against the edges of the 
opening. The edges of the plug that 
extend into the hatch opening are in- 


Above—Interior view with floor racks 
raised on one side to show circulating 
fans 


Left—One of the Ride-Control trucks 
used on P. F. E. refrigerator cars 


sulated around the sides with felted cat- 
tle hair covered with treated No. 8 duck, 
which assures definite protection against 
air leakage. Hatch plugs are equipped 
with a device for locking them down 
when the bulkheads are in converted 
position. 

Convertible bulkheads are used which, 
when set in standard icing position, pro- 
vide an inside length of 33 ft. 23% in., 
width of 8 ft. 3 in., and height of 7 ft. 
3 in. from rack to ceiling. The inside 
length of 39 ft. is available when bulk- 
heads are retracted from body ice loads 
or loads not requiring refrigeration or 
heat. 

One-inch air ducts are installed at 
the side walls with openings immediate- 
ly below the ceiling and at the top of 
the floor rack to assure circulation and 
equalization of temperature around the 
load. This feature permits heavier 
loading of cars, as loading tight against 
the side walls will not interfere with the 
circulation and equalization of air. 

The diagonal or chevron-type floor 
rack is 7% in. high. It is designed to 
facilitate trucking into and out of the 
car and to prevent breakage of packages 
in transit. 

Air-circulating fans, installed under 
the floor racks adjacent to the ice tanks, 
can be used to precool the car or to 
precool the load and stimulate equaliza- 
tion of temperature in transit. 
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The “City of Memphis” is hauled by a streamlined steam locomotive. A coach- 
lounge-dinette car (right) offers duplicate luxury service for colored passengers 


Dixieland Streamliner Links 
Nashville and Memphis 








The bar and tavern section (above) of the dining-tavern car provides a 
pleasant atmosphere for friendly groups. The observation lounge (be- 
low) affords comfortable space for relaxation or viewing the scenery 
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ITH inaugural departure from 
Memphis, Tenn., May 17, the 
Nashville, Chattanooga & St. Louis 
placed in service its shining blue and 
gray “City of Memphis.” The new 
streamliner, a six-car train, makes a 
daily round-trip between Memphis and 
Nashville, covering each 239-mi. leg of 
the run in 5 hr.; 1 hr. 50 min. faster 
eastbound, and 1 hr. 25 min. faster 
westbound, than any previous schedule. 
The train consists of one mail-baggage 
car, one luxury coach-lounge-dinette for 
colored passengers, one dining-tavern 
car, two coaches, and one coach-lounge- 
observation car. Exclusive of lounge 
and dining space the new train seats 194. 
The dining and tavern sections each 
seat 24; the lounge-tavern 18, and the 
observation-lounge 21. No seat space 
is reserved. The entire train was de- 
signed and constructed in the company’s 
Nashville shops, the locomotive being 
a standard Pacific type with streamlined 
shrouding. The coaches feature draft- 
less air conditioning, wide vision win- 
dows matched to two pairs of reclining 
seats with foam-rubber cushions, foot 
rests, and individual lighting. Baggage 
compartments at each end of the coaches 
supplement steel and aluminum over- 
head baggage racks. Spacious wash- 
room facilities include wash basins, 
dental basins, and illuminated mirrors 
with electric razor outlets. A section- 
ally-controlled public address system is 
used for announcing stations, pointing 
out scenic attractions, announcing meals, 
and playing radio programs. Scientific 
color employment and hand-tinted photo- 
graphic murals, depicting scenes along 
the line, lend to the beauty and restful- 
ness of the train’s interior. 

The utility of the train’s schedule is 
enhanced by its connections at both 
terminals, particularly at Nashville with 
the streaffilined “Georgian” to and from 
Chattanooga and Atlanta, and with the 
Louisville & Nashville’s “Pan Amer- 
ican.” Scheduled arrival and departure 
at Memphis permit connection with the 
Rock Island’s “Choctaw Rocket,” the 
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Missouri Pacific’s “Sunshine Special, 


and the Cotton Belt’s “Lone Star.” 
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OME 200 division superintendents 

and other railroad operating officers 
tackled mutual problems in Chicago on 
June 5 to 7, inclusive, at the 51st annual 
convention of the American Association 
of Railroad Superintendents—the first 
to be held since 1944 due to the effect 
of travel restrictions and the railroad 
strike, respectively, in the intervening 
years. The outstanding feature of the 
meeting was the annual luncheon, at- 
tended by approximately 400 members 
and guests, which was addressed by 
Ralph Budd, president of the Burlington 
lines. 

The presentation of six comprehensive 
special subject committee reports evoked 
discussion from the floor which, in 
terms of relevancy and extent of par- 
ticipation, was “the liveliest in my 20 
years’ attendance,” according to a 
veteran’ member. The atmosphere of 
the session was set by John W. Barriger, 
President of the Chicago, Indianapolis 
& Louisville, in an opening address. 
A sound-slide film and lecture on 
mechanization of transportation control 
records was presented by J. L. Barn- 
grove, Jr., assistant to general manager 
of the New York, New Haven & Hart- 
ford. The committee report on pass- 
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Superintendents Air Operating 
Problems at 51st Annual Meeting 
























Heavy traffic, car shortages, and labor turnover com- 
bine to cause operating officers increasing concern 


enger service was rounded out by an 
address by Harold W. Quinlan, pass- 
enger traffic manager of the same road. 

The meeting was presided over by 
President K. A. Borntrager, assistant 
to vice-president of the New York 
Central, Chicago. C. P. Fisher, super- 
intendent of the Pennsylvania, Chicago, 
was elected president of the association 
for the coming year. Newly elected 
vice-presidents are S. M. Gossage, as- 
sistant manager, department of per- 
sonnel, Canadian Pacific, Montreal, 
Que.; Fred Diegtel, superintendent, 
Delaware, Lackawanna & Western, 
Scranton, Pa.; C. A. Came, superin- 
tendent, Boston & Maine, Dover, N. H.; 
and F. H. Garner, superintendent, New 
York Central, Chicago. The new 
treasurer is F. T. Buechler, superin- 
tendent, Chicago, Milwaukee, St. Paul 
& Pacific, Green Bay, Wis. The direc- 
tors elected are as follows: A. T. 
Bixler, general merchandise manager, 


New York, New Haven & Hartford, 
New Haven, Conn.; R. O. Jensen, 
superintendent, Minneapolis, St. Paul & 
Sault Ste. Marie, Chicago; O. L. Gray, 
general manager, Atchison, Topeka & 
Santa Fe, Topeka, Kan.; P. K. Partee, 
superintendent, Baltimore & Ohio, Balti- 
more, Md.; C. O. Hooker, superin- 
tendent, Great Northern, Superior, Wis. ; 
S. F. McGranahan, superintendent, Erie, 
Buffalo, N. Y.; J. A. Murphy, superin- 
tendent, Canadian National, London, 
Ont.; C. I. Morton, assistant superin- 
tendent, Seaboard Air Line, Raleigh, 
N. C.; and Charles Layng, associate 
editor of Railway Age, Orlando; Fla. 


Budd Discusses “Adequacy” 


In his luncheon address Mr. Budd— 
who was introduced by Samuel O. Dunn, 
editor of Railway Age and chairman 
of the Simmons-Boardman Publishing 
Corporation, as “probably the  top- 
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ranking railroad president in the country 
in any poll that might be made of 
railroad executives’”—spoke rather in- 
formally about a wide range of subjects. 
He gave particular attention to “the 
profound question” of adequacy of rail- 
road plant and invited study of the 
extent of railroad property the shipping 
~and traveling public would support, 
emphasizing that only the expansion 
made by the railroads in the Twenties 
“saved us during the war.” Regarding 
frequent charges that railroad manage- 
ment “over-expanded” in the face of a 
declining (prewar) traffic trend, Mr. 
Budd observed that, after World War I, 
railroad improvements were chiefly 
aimed at increasing utilization of a 
static or diminishing supply of equip- 
ment and that, obviously, the public 
is the greatest gainer when railroads 
carry more load with less plant, because 
the charges for carrying are correspond- 
ingly less. 

Characterizing the present as a peak 
in business activity, the speaker asserted 
that a great deal of serious thought 
must be given to the question of how 
much surplus railroad plant should be 
provided. In general, he said, the public 
itself must decide how much railroad 
property it is willing to support, and, 
in a time of rising prices and labor 
costs, it is up to the public to see to it 
that the railroads make enough profit 
on the plant devoted to the public serv- 
ice to maintain their credit. The Bur- 
lington president likened the situation to 
that of a person hiring a contractor to 
plan him a house on the “cost-plus” 
basis. 

Referring to the General Motors’ 
“Train of Tomorrow” as possibly the 
biggest news im the railroad world today, 
and describing the dining car of that 
train as “by all means the most spec- 
tacular and exciting car I have ever 
ridden,” Mr. Budd went on to say: 
“One has to be careful about using 
these fine new trains—to use them judi- 
ciously and not to use them’ unwisely 
and, thereby, ‘go broke’.”” He expressed 
the view that the railroads could afford 
outlays to develop a profitable passenger 
service between centers of large popula- 
tion but that large expenditures are not 
justified on secondary or branch lines. 

Reminding his audience that “super- 
intendents come more near being the 
real operators of the railroads than any 
other group,” the speaker asserted that 
superintendents ought to be concerned 
primarily with: 

(1) safety; (2) adequate service; 
and (3) economy. 

With regard to safety, Mr. Budd 
said that, in relation to passenger-miles, 
the railroad record of late is not un- 
reasonable. He linked closely with 


safety the question of loss and damage 
of freight, the principal causes of which 
(1) Unsatis- 


he listed as follows: 
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factory condition of rolling stock and 
use of cars for purposes other than 
those for which they are adapted; (2) 
rapid turnover of labor and inefficiency 
resulting therefrom; (3) rough handl- 
ing; and (4) the tremendous rise in 
values of commodities in transit and 
correspondingly high claims. 


Consolidation a “Must” 


In order to become the truly mass 
transportation producers they must be, 
if they are to meet the new conditions 
of doing business, the railroads must 
end the present diffusion of traffic over 
routes of varying standards, consolidate 
themselves into a limited number of 
regional systems and concentrate on 
building up the resulting lines into 
routes of superior standards. This 
thesis formed the basis of Mr. Barriger’s 
address to the railroad superintendents. 
Although the essentiality of railroads 
was proven by wartime experience, a 
prosperous and comfortable future is by 
no means assured thereby, according to 
the speaker, principally because their 
present corporate and financial form is 
not adapted to present-day conditions. 
“Capital, labor, commissions and rail- 
road patrons have put the carriers into 
a straight-jacket,” said the Monon presi- 
dent. For political reasons, the roads 
have not been permitted to assume the 
form of a truly mass transportation 
industry. 

Calling attention to the success with 
which certain non-regulated industries 
have integrated themselves and, as a 
consequence, given the public the maxi- 
mum advantage of their access to credit 
and central research, Mr. Barriger de- 
clared that if the railroads are to take 
a position in the van of large-scale 
efficient industry, they must go through 
a similar process. Successful adapta- 
tion to new conditions can be accom- 
plished only by large-scale consolidation 
and concentration of traffic on a limited 
number of routes of the highest possible 
standards, he said. Such a concentra- 
tion will give the roads the earning 
power they will need to capitalize im- 
provements. 

Regarding competition, the speaker 
anticipated that the consolidated regional 
systems would compete over long dis- 
tances and thereby establish standards 
of high quality. For the rest, the public 
need have no fear of monopoly. The 
railroads have been regulated for many 
years, with increasing exactitude. Fur- 
ther, competing agencies of transport— 
which show no sign of abating their 
rivalry—will continue to reverse any 
tendencies toward monopolistic disre- 
gard of the public interest. As for 
labor’s fate in consolidations, Mr. Bar- 
riger pointed to the evidence that inte- 
gration and higher efficiency have always 
increased the number of jobs and im- 








proved pay and working conditions. 
The same forces will benefit railroad 
employees in railroad consolidations, he 
said. 

Mr. Quinlan expressed the view that 
the entire aim of solicitation of pass- 
enger traffic should be revised to meet 
the conditions of the future. In his 
opinion, entirely too much time, money 
and emphasis. have been placed in the 
past on wooing individual and small- 
party patronage, and looking toward 
special car and train movements, the 
profitability of which is very doubtful. 
From now on, he said, solicitation staffs 


must make it their business to seek out . 


the mass travel market, with particular 
atteriion to filling up the regular trains 
at regular fares. 

The speaker said that the performance 
of the operating department is far more 
important than the efforts of the solici- 
tation forces in keeping passenger busi- 
ness on the rails, and reminded the 
superintendents that not only must those 
employees contacting passengers be ac- 
quainted with the importance of good 
customer relations but also the em- 
ployees “behind the scenes,” whose 
activities can “break or make” pass- 
enger service. 


Committee Reports 


Freight Car Utilization: This com- 
mittee considered its subject “paramount 
in the efforts of the railroad industry 
to provide proper service to the shipping 
public.” The report said that the value 
of cooperation between carriers, shippers 
and government bureaus had _ been 
demonstrated by wartime experience, 
and that, through continued cooperation, 
fuller utilization of equipment could be 
realized. Citing the benefits to car 
supply brought about by improvements 
in turn-around time of cars, car mileage 
per car-day, and average load per car, 
the committee felt that still greater 
efficiency could be achieved by continued 
efforts to improve further these factors. 
As practical means to that end, the 
report recommended improvements to 
accelerate transit time of trains and to 
reduce car-days lost in yards. 

Research to bring about the following 
desirable practices (where they do not 
now obtain) was recommended by the 
committee : 


(1) Advance receipt of train consists, 
with adequate data, at intermediate yards 
and terminals. 

(2) Proper planning of terminal opera- 
tions and facilities to permit uninterrupted 
movement of trains into yard tracks, keep- 
ing long tracks available for receipt of 
long trains without doubling. 

(3) Pre-classification into large blocks 
or solid trains for the longest possible haul. 

(4) Coordination of crew-calling with 
“ready time” of trains. 

(5) Sufficient yard power to handle all 
cars currently and enough road power to 
dispatch trains promptly. 
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(6) Switch “hold” tracks once each eight 


hours. ; 
(7) Weigh cars currently—not less than 


once in each eight hours. 

(8) Treat the movement of empties with 
, realization that they are “potential loads.” 

(9) Arrange industrial work on sched- 
ules to meet plant hours, removing cars 
the same day they are made empty. 

(10) Eliminate rough handling of cars, 
both loaded and empty. 

The committee further recommended 
frequent review of agents’ on-hand and 
detention reports; discontinuance of 
holding empties for prospective loads 
(except where specially equipped cars 
cannot be used otherwise) ; analysis by 
agents, yardmasters and car distributors 
to prevent cross-hauling of empties; 
reduction: in number of “hold” cars by 
having billing or placement instructions 
available in advance of arrivals; through 
billing of empties prior to their being 
fully unloaded ; and elimination of delays 
to empties held for home-route informa- 
tion. 


Pick-Up and Delivery 


Pointing out that serious car delays 
occur when l.c.1. freighthouses and trans- 
fers are not kept fluid, the committee 
recommended adequate pick-up and de- 
livery service, additional warehouse 
space or second- and third-trick opera- 
tion to alleviate congestion. Approxi- 
mately 30 per cent of box car loadings 
have been with l.c.l. freight, the com- 
mittee noted, and heavier loading has 
contributed materially to efficient car 
utilization. Through heavier loading 
of l.c.l., approximately 4 million fewer 
cars were required in 1945 than if the 
1931 average loading had prevailed. 

The committee dwelt upon the need 
for close cooperation between the me- 
chanical and transportation departments 
with respect to repair of bad-order cars, 
recommending that, where feasible, light 
repairs be made on train yard or in- 
dustrial tracks to eliminate delays in 
movement to and from shop tracks. 
Adequate inventories at repair facilities 
were noted as desirable. The report 
tecommends Sunday operation of repair 
track forces whenever the payment of 
overtime can be justified. Car-days can 
be saved, the report demonstrates, by 
intelligent car distribution—placing cars 
suitable for the loading for which 
ordered, and avoiding use of high-grade 
equipment for ladings which spoil the 
interior for subsequent high-grade lad- 
ing. The practice of outlying agencies 
lorwarding surplus empties to the near- 
est inspection point—instead of reporting 
them and waiting for instructions—was 
recommended. 

Shipper cooperation, the committee 
continued, should be sought with re- 
spect to on-arrival spotting instructions ; 
Prompt loading and unloading; unload- 
ing and release of cars on Saturdays; 
ordering the proper type and size of 
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car and at the time needed; loading 
foreign equipment toward home roads; 
and proper maintenance of side tracks. 
Credit was given to the car efficiency 
committees of the Shippers’ Advisory 
Boards for “spear-heading” carrier- 
shipper cooperation. 

Since the railroads themselves are big 
shippers and receivers of cars in the 
handling of company material, the re- 
port recommends that, in addition to 
adhering to the principles of car utiliza- 
tion, they should devise reports which 
would notify interested departments in 
advance of arrival of cars and enable 
the transportation department to press 
for release. It was recommended that 
shipments of ties and like company mate- 
rial be made in sufficient quantities to 
single divisions to warrant the operation 
of work trains upon arrival. 

The report declares that if freight car 
utilization had had the benefit in the 
past of such technical study and close 
supervision as that, for example, of 
motive power, greater strides would have 
been made in that field. 

In closing, the committee recommend- 
ed that the subject of car‘utilization be 
docketed for discussion at every staff 
meeting; that the vigilance of train- 
masters, agents and other transportation 
department employees be enlisted; and 
that the entire operating department be 
made aware of the improvements which 
can be brought about through coordin- 
ated effort. : 

Discussion of the report brought out 
differences of opinion regarding the net 
effect of current minimum-loading rules. 
Additional means of increasing car effi- 
ciency suggested included operation +i 
local freights over week-ends; classifi- 
cation by grade of empty cars reported 
on hand, and greater attention to the 
movement of empties. 

Problems of Handling L. C. L. Mer- 
chandise: This report discussed many 
“perplexing” problems common to 1. c. I. 
traffic which have been aggravated by 
recent unprecedented increases in the 
volume of that class of traffic. Accord- 
ing thereto, this traffic frequently ex- 
ceeds the efficient working capacity of 
facilities constructed, in many instances, 
to serve horse-drawn vehicles at a time 
when handling operations were not so 
extensive. 

In the construction of new facilities, 
the committee recommended considera- 
tion of locations outside congested areas, 
where land values are lower, and within 
reasonable trucking distance of the main 
business district. In this connection, 
however, it pointed out that many facili- 
ties which are currently overcrowded 
may, in a few years, prove entirely ade- 
quate, so that expenditures for new facil- 
ities may not be justified. In such cases 
it suggested the possibility of overcoming 
present difficulties through modernization 
and mechanization of existing facilities. 





The committee stated that it felt that 
the ideal freighthouse should be of fire- 
proof construction, built to accommodate 
inbound, outbound and transfer facilities 
under a single roof covering the tracks 
and platforms, supported by columns 


located between the tracks. It should 
have adequate floor space of hard-sur- 
faced construction, with ample alleyways 
for the use of mechanized equipment, and 
room for turning into cars; skylights 
to avoid the necessity of artificial light- 
ing by day, and fluorescent lighting for 
night. Roof ventilation should permit 
the escape of fumes from mechanical 
equipment. Bays should be framed into 
the house floor at strategic points, with 
overhead hoists for handling heavy ship- 
ments. Where driveway space is re- 
stricted, a saw-toothed tailboard area 
is suggested. 

The committee expressed the opinion 
that the two-wheel hand truck will con- 
tinue to form the bulk of freight station 
equipment and recommended that such 
units be equipped with rubber tires and 
roller bearings. Experiments with the 
use of pallets, to date, the committee re- 
ported, generally have proved disappoint- 
ing, except where heavy shipments of 
uniform-size packages’ are involved, but 
it expressed the belief that some develop- 
ment work should be done with shippers 
on the movement of unit loads on pallets 
from store door to store door—perhaps 
applying a rate differential to encourage 
their use. . 


Heavy-Load Damage 


A partial remedy for damage resulting 
from Office of Defense Transportation 
heavy loading requirements was sug- 
gested in the working of transfer freight 
early, using it to provide good solid 
foundations for the principal heavy cars, 
distributing it to a number of cars to 
the same destination rather than filling 
one or two and having to start fresh 
cars at the peak of the afternoon rush. 

Where labor is available, the report 
recommends employment of sufficient 
qualified freight handlers, educated in 
classes, and states that “it is indeed 
false economy to stint on this class of 
help, as a conscientious stower can do 
much to eliminate possible damage.” 
Abundant supervision is also recom- 
mended. Further suggestions to reduce 
damage include the use of blocking, 
bracing, bulkheads, segregation of rough 
freight by bulkheads or false bottoms, 
or by steel strapping for such merchan- 
dise as empty steel drums, and, where 
the volume warrants, the operation of 
exclusive rough-freight cars. From the 
standpoints both of damage reduction 
and of speeding up switching, the com- 
mittee recommended pre-planned line-up 
of cars to permit straight “pulls” for 
various trains ‘o the greatest extent 
possible. Cars repeatedly set back for 
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full weight should be spotted at the 
ends of house tracks. 

During the discussion of this report, 
a number of superintendents emphasized 
the advantages of mechanizing freight 
handling. One road reported that power 
trucks at a large house paid for them- 
selves in six months, and declared that 
the usefulness of the equipment war- 
ranted the employment of a full-time 
mechanic for its maintenance. Another 
road said it would have “outgrown” its 
freighthouses if mechanization had not 
been effected. 


Communication Improvements 


Railroad Communications: “Com- 
munications are assuming increasing im- 
portance today as competition between 
the railroads and other forms of trans- 
portation demand that we increase safety, 
speed and efficiency of operation,” this 
committee reported. “Industry is using 
the railroads as part of its assembly line. 
The inventory of industry is on the rails 
to a great extent, and fast and efficient 
operation is essential,” the committee 
stated, pointing out that the greatest 
delays occur in yards and terminals, 
where application of better communica- 
tion facilities can accomplish much. 

Provision of advance consists of trains, 
particularly at classification yards, with 
sufficient information supporting car 


numbers to permit intelligent planning ~ 


prior to arrival of trains, was advocated. 
The committee held the old-fashioned 
wheel report to be too slow, and advo- 
cated teletype consists, providing perma- 
nent records of car movements and cur- 
rent records for tracing, as a superior 
device. To augment the advantages of 
advance train information, intra-yard 
communication by radio or loud speakers 
—with two-way communication between 
yardmasters and crews—was_ recom- 
mended, while two-way radio communi- 
cation, it was pointed out, will do much 
to expedite over-the-road operation. 

In discussion of this topic, several 
superintendents praised installations at 
yards of two-way loud speakers, with 
amplifiers and elevated control towers. 

Operation of Trains by Signal Indi- 
cation: This committee recommended 
detailed surveys by superintendents and 
chief dispatchers with the signal com- 
panies to determine what benefits and 
savings could accrue through the use 
of centralized traffic control and the oper- 
ation of trains by signal indication. It 
stated that C. T. C. installations are, 
in general, warranted where severe traf- 
fic congestion exists; where traffic is 
such that C. T. C. installations might 
permit the reduction of multiple track- 
age without hampering operations; or 
where C. T. C. would make unnecessary 
the construction of additional trackage. 
If the system is justified at all, the report 
says, the job should be done thoroughly. 
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In addition to better planning of train 
meets, increased safety factors, and re- 
duction in train stops and waiting, the 
committee pointed out that much could 
be gained through the elimination of yard 
limits in territory where trains were 
operated by signal indication, eliminat- 
ing slowdowns. 

Discussion of the report was directed 
particularly toward the value of C. T. C. 
on double-track lines and the feasibility 
of modifying or eliminating Flagging 
Rule 99 in connection with operation 
by signal indication. 

Passenger Train Operation: Through 
the adoption of modern equipment, 
combined with smooth operation and 
“on-time” performance of trains, the 
railroads may expect to retain their 
outstanding position as carriers of pas- 
sengers, according to this committee’s 
report. Among matters considered as 
of interest to the superintendent, the 
committee found that, except where traf- 
fic density or volume of short-haul busi- 
ness prevented, the operation of reserved- 
seat coach trains was justified. Trains 
of this type, it reported, are at present 
handling more patrons than are the 
trains with non-reserved seats operating 
through the same territories. Operation 
of straight mail and express trains 
wherever possible was recommended to 
eliminate head-end delays to heavy pas- 
senger-carrying trains, and the commit- 
tee even suggested over-the-road truck 
operations where head-end traffic is rel- 
atively light, particularly if this would 
permit elimination of train stops where 
passenger business does not justify the 
stop but head-end business makes it 
necessary. 

Reporting that difficulty in estimating 
traffic flows has developed—the records 
of previous years being no longer of 
value—the committee recommended daily 
travel records of trains, showing counts 
on and off at principal stations and 
peak-load points. Roads maintaining 
this type of record, it said, have been 
able to make accurate estimates of week- 
end and holiday trainloads and to reduce 
standees to the minimum. 

The committee considered improved 
dining car service and lower prices 
therefor important, and suggested grill 
cars as a means to these ends. On the 
ground that the sale of alcoholic bever- 
ages on trains is often objectionable— 
though profitable—the committee rec- 
ommended that it be discontinued. 
Separate accommodations for smokers 
were urged for new or rebuilt equipment. 
Since the greatest sales point of the 
railroads is service dependability, adop- 
tion of schedules which can be main- 
tained was considered paramount. 

“A reputation for smooth handling is 
a great asset to a railroad, and some 
railroads are actually losing business 
because of their reputation for rough 
handling,” the report said, pointing out 








that power should be adequate and the 
switching of occupied cars, gentle. 
“Service to the public begins with the 
sale of tickets, and we think we have a 
lot to learn in this respect,” the report 
continued, recommending elimination of 
bars and gratings at ticket windows, and 
further investigation into the pay-on- 
train plan and the use of ticket machines, 
The handling of checked baggage on 
the same train with the passenger was 
advocated. 

The committee further stated that 
much room exists for improvement in 
coach yard facilities, including the re- 
arrangement of tracks, where necessary, 
so that long trains can be assembled on 
single tracks to reduce switching and 
speed operations; widening of service 
platforms to make possible greater use 
of mechanized equipment in servicing 
cars; and the use of car washers, which 
has proved both desirable and _ eco- 
nomical. 

Freight Loss and Damage: This com- 
mittee urged that pick-up and delivery 
truckers be called upon to assume more 
responsibility for the handling of L.cll. 
shipments, checking pick-ups to see that 
shipments check with the bills of lading 
descriptions, and that platform forces, 
in turn, exercise more care in receipt 
of pick-up shipments from the truckers. 
Proper loading and stowing in the cars, 
it said, should be encouraged through 
educational programs. 

The report stresses the need for 
prompt and correct mailing of waybills, 
and the use of a ballot return system of 
checking at all larger stations. It also 
advocates strict application of Classifi- 
cation Rule 5 in respect to the non- 
acceptance of shipments improperly 
packed. 

Police department recommendations, 
the report states, should be sought in 
cases of losses caused by theft. 

In suggesting remedies, the committee 
urged a reduction in rough handling, 
and stated the desirability of increased 
use of impact recorders so that the 
responsibility for damage can be fixed 
and corrective action taken. 


_ Microfilm and Pallets 


An illustrated talk on the use of 
microfilming on railroads was presented 
by S. S. Kershaw, manager, transporta- 
tion department, Recordak Corporation, 
in which it was demonstrated how the 
use of this equipment could reduce clet- 
ical work and save storage space. A 
lecture and a motion picture entitled, 
“Payloads Pay Off” were presented by 
R. L. Smith, representing the Automatic 
Transportation Company. Mr. Smith 
contended that at least 60 per cent of the 
railroads’ 1.c.l. traffic could be moved in 
unitized loads, on pallets, utilizing 
mechanical equipment for freighthouse 
operations. 
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Rock Island Bondholders Ask Appeals 
Court to Oust Judge and One Trustee 


Seek removal “in public interest”; obtain court order depriv- 


ing Judge Igoe of right to name majority of reorganizers 


HE long struggle between creditors 

of the Chicago, Rock Island & 
Pacific and Federal District Judge 
Michael L. Igoe, who is in charge of 
the reorganization of the road, and 
co-trustee Aaron M. Colnon whom Judge 
Igoe appointed, came to a bitter crisis 
last week. After 14 years of proceed- 
ings looking toward revamping of the 
7,650-mi. system’s capital structure, 
opposing opinions regarding the rela- 
tions that should exist between judges 
and their appointees and the security- 
owners and operating managements of 
railroads have broken into open hos- 
tility. In connection therewith, the 
bondholders obtained on June 9 a circuit 
court of appeals order directing Judge 
Igoe to carry out the approved plan 
of reorganization without change. 

The principal -real issues are how 
long and for what reasons a railroad 
should be kept under the control of a 
court. One of the main issues joined 
in the argument is whether a federal 
judge, without much regard to the 
wishes of the participating creditors, 
has power to appoint a majority of a 
panel of reorganization managers, who 
appoint the directors of the reorganized 
road, who, in turn, select the officers 
to run the property. Another issue 
argued is whether it is proper exercise 
of judicial discretion for a judge to 
support policies favored by a co-trustee 
whom he has appointed that conflict with 
policies favored by (1) the creditors, 
(2) the other trustee, and (3) the ex- 
perienced operating staff of the railroad. 

A chronology of the Rock Island case 
since the railroad became bankrupt in 
1933 is given herewith. Judicial control 
of it has been in the hands of Michael 
L. Igoe, federal district judge for the 
northern district of Illinois, since early 


1940, 


Creditors Seek Action on Plan 


After the Rock Island had been in 
Judge Igoe’s control for seven years, 
Edward W. Bourne, of New York, 
attorney for the committee of holders 
of the general mortgage bonds, and 
attorneys for other senior lien groups, 
on May 27 filed a petition in the circuit 


, Court of appeals at Chicago seeking a 


writ of mandamus instructing Judge 
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Igoe to confirm the R.I.’s plan of re- 
organization as he was ordered to do 
by the same circuit court of appeals on 
April 17, and to ratify the appointment 
of the four out of five reorganization 
managers nominated by the creditor 
groups. Their petition charged that, 
although he had been ordered to confirm 
the approved plan, Judge Igoe refused 
on May 6 to hear any of the motions 
presented by the creditor groups re- 
garding consummation of the plan and 
ratification of their four nominees for 
the reorganization committee. On May 
13 Judge Igoe postponed consideration 
of the motions until May 23, stating 
that he desired more complete informa- 
tion on the four nominees of the groups. 
These nominees are Roy C. Ingersoll, 
president, Ingersoll Steel & Disc Divi- 
sion of Borg-Warner Corporation (gen- 
eral mortgage bonds); Edward E. 
Brown, chairman, First National Bank 
of Chicago (first and refunding mort- 
gage 4s and secured 4%s, Series A); 
Mark A. Brown, executive vice-presi- 
dent, Harris Trust & Savings Bank of 
Chicago (divisional creditor groups) ; 
and Charles D. Wiman, president, Deere 
& Co. (general mortgage, first and re- 
funding mortgage and secured 4%s). 

On May 23 Judge Igoe entered an 
order confirming the plan of reorganiza- 
tion to which the creditors and the Inter- 
state Commerce Commission had agreed, 
but at the same time transferred to 
himself, the petition declared, the power 
to appoint a majority of the five re- 
organization managers. He proposed 
to name his own selections in the places 
of Mark A. Brown and Mr. Wiman, 
and to keep the power to appoint the 
manager originally slated for nomination 
by the Reconstruction Finance Corpora- 
tion and bank creditors which had sub- 
sequently withdrawn from the proceed- 
ings. 

At the same time, according to the 
petition, Judge Igoe announced that he 
would hear no argument on the case 
and that the matter was closed, stating 
that “there is nothing else to be taken 
up.” Although attorneys for the creditor 
groups sought to be heard, the judge 
asked that the “next case” in his court 
be called. Attorney Bourne then 
charged that the opinion which Judge 
Igoe wrote to accompany his confirma- 


tion order contained statements ‘“demon- 
strably untrue.” Further, according to 
the petition, Mr. Bourne told the court: 
“IT must say that your honor’s interest 
in the appointment of the voting trustees 
of the Milwaukee and your honor’s in- 
terest in the selection of the reorganiza- 
tion managers of the Rock Island indi- 
cate that the purpose and effect of the 
proposed changes in the plan, the legality 
of which we challenge, are to enable 
your honor to control the reorganized 
company.” At this point the judge 
fined the attorney $100 for contempt, 
which was paid at once; and the tran- 
script of the proceedings was altered, 
it was alleged, to delete from it the 
particular accusation made by Mr. 
Bourne which had caused him to be 
fined for contempt. 


Did Igoe Amend the Plan? 


At a hearing before the circuit court 
of appeals on May 29 counsel for the 
creditor groups contended that Judge 
Igoe’s action in assuming authority to 
appoint a majority of the reorganization 
managers constituted a material change 
in the plan of reorganization he had 
been ordered to put into effect, and that 
his exercise of this authority would 
leave a large number of security issues 
of superior lien without representation 
on the reorganization committee or on 
the first board of directors of the new 
company. Counsel for Judge Igoe con- 
tended, on the other hand, that, by the 
terms of the plan, the judge had the 
right to ratify the appointment of man- 
agers; that he had rejected two of the 
nominees on the grounds that they 
would throw the railroad into the con- 
trol of interlocking New York banker 
and insurance company groups; and that, 
in its prior mandate of April 17, the 
circuit court of appeals had not been 
concerned with the detailed execution 
of the plan, but only with supporting 
the contention that increased wartime 
earnings of the company should not 
affect the distribution of the new securi- 
ties. Finally, counsel for Judge Igoe 
sought to persuade the court of appeals 
that the remedy in such a case is appeal 
from the judge’s order and not a writ 
of mandamus. 

On June 9, the three-man appeals 
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court—consisting of Judges Otto’ Ker- 
ner, Sherman Minton and J. E. Major— 
issued a writ of mandamus directing 
the district judge to carry out the plan 
of reorganization without change, as it 
had previously ordered. The higher 
court specifically ordered Judge Igoe 
to delete from his confirmation order 
of May 23 all reference to his assumed 
authority to appoint a majority of the 
reorganization board. 


Seek Removal of Colnon 


The same creditor groups which 
obtained the writ of mandamus have 
also petitioned the circuit court to take 
the Rock Island proceedings out of 
the hands of Judge Igoe; to stay action 
on his order of May 23 until their 
petition is acted upon; to remove from 
office Aaron Colnon, whom Judge Igoe 
appointed as co-trustee of the road in 
April, 1943; and to assign a circuit 
judge to hold a district court and deter- 


mine matters in the Rock Island case.. 


Their petition contends: 

(1) The interested parties are entitled 
to have the provisions of the plan re- 
lating to reorganization managers car- 
ried out. 

(2) The plan should be consummated 
expeditiously, which would not be the 
case if Judge Igoe continued to ad- 
minister it. 

(3) In the period intervening between 
the appointment of the reorganization 
managers and consummation of the plan, 
“the public interest requires that the 
administration of the railroad and the 
proceedings be such as to command 
confidence.” 

With respect to alleged disqualifica- 
tions of Judge Igoe and Trustee Colnon, 
the getitioners charge that, although the 
plan of reorganization excludes stock- 
holders from participation, and provides 
only relatively small participation for 
unsecured creditors, Messrs. Igoe and 
Colnon “have virtually announced that 
they consider their province to be to 
work for the unsecured creditors and 
stockholders,” and that their actions 
have been consistent with that objective 
and the aim of delaying the proceedings 
as long as possible since I.C.C. approval 
of the plan in May, 1944. 

Some of the reasons given by Judge 
Igoe from time to time for delaying 
confirmation of the plan have been: 

(1) The court should await the out- 
come of appeals from the plan by junior 
lien holders to the circuit court (denied 
by the latter on May 23, 1946). 

(2) The court should await decision 
of the U. S. Supreme Court in the 
Denver & Rio Grande Western case 
(decided June 10, 1946). 

(3) The court should delay, pending 
consideration by Congress of legislation 
affecting railroad reorganizations. 
When these contingencies were settled, 
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14 


June 7, 1933 
November 22, 1933 
December 10, 1935 
July 15, 1936 
October 19, 1937 


December 10, 1938 
September 22, 1939 


November 14, 1939 


December 4, 1939 


October 31, 1940 
July 31, 1941 


December, 1941 


July 3, 1942 


April, 1943 


June 25, 1943 


July 16, 1943 
January 3, 1944 


May 8, 1944 
May 31, 1944 


June 19, 1944 
June 23, 1944 
May 14, 1945 


May 16, 1945 
August 28, 1945 


June 28, 1946 
September, 1946 
October 28, 1946 
1946 


November 22, 


February 21,* 1947 
April 17, 1947 
May 6, 1947 


May 13, 1947 


13, 1947 


May 27, 1947 


June 9, 1947 


Years of Reorganization Proceedings 


Rock Island petitioned federal district court at Chicago for permission to re. 


organize under section 77 


District court (Judge Wilkerson) appointed three trustees, effective December |: 
Frank O. Lowden, James E. Gorman and Joseph B. Fleming 


I.C.C. denied preferred stockholders’ committee right to intervene in the pro. 
ee 2 and threw out its plan proposing consolidation with the Frisco and 
Cc. & %, 1: 

Debtor company filed a plan of reorganization with the I.C.C. and district cour 


Debtor company filed amendments to its original organization plan to take care 
of the refunding of equipment issues 


I.C.C. refused to admit additional evidence in consideration of the plan 


Examiner P. A. Conway of the I.C.C. proposed a plan of reorganization, with 
effective date January 1, 1939 

Debtor company opposed proposed plan of examiner. At the same time it out. 
lined a proposed modified plan of reorganization, in substitution for both the 
I.C.C.-proposed plan and its own earlier plan (1936) 

Asserting that the reorganization proceeding “fis at an impasse” Rock Island 
management proposed an informal conference between the I.C.C. and _ repre. 
sentatives of creditors of the stockholders to work out a compromise plan 
I.C.C. approved its own plan of reorganization, effective date January 1, 1941 
I.C.C. announced a modification of its original plan and certified it to the district 
court (Judge Igoe) for approval and consummation. Plan was opposed by all 
security-holders’ representatives, except first and refunding bondholders group, 
Choctaw, Oklahoma & Gulf and the R.F.C. 


District court ordered all interested parties to file statements showing cause why 
I.C.C. plan should not be disapproved 


District court announced indefinite postponement of reorganization, pending action 
of the U. S. Supreme Court in appeals concerning similar plans for the Mil. 
waukee and Western Pacific 


Aaron Colnon appointed by Judge Igoe co-trustee succeeding ex-Illinois Governor 
F. O. Lowden, who had died 

District court remanded reorganization plan to the I.C.C., wane disapproval of 
the plan and citing the necessity for changing its effective date from January 1, 
1942, to January 1, 1943, or 1944 


First and refunding mortgage group proposed an amendment to the 1.C.C. plan 
which would improve the treatment of all classes of creditors 


I.C.C. issued a plan for reorganization modifying its original plan of 1940 and 
its first modified plan of 1941 


I.C.C. declined to modify its final plan of reorganization as desired by Judge Igoe 


General mortgage bondholders’ committee announced that it would no longer 
seek modification of I.C.C. plan 


Reported that all important bondholder committees expressed accord with plan 
District Judge Igoe took under advisement objections to the reorganization plan 
District _cotirt approved amended plan of reorganization, terms of which were 
substantially those approved earlier by the I.C.C., but with several modifications 
directed by the court. On the same date the trustees of the road were directed to 
prepare a decree of reorganization with effective date January 1, 1946 

Debt and accrued interest owed to the R.F.C. paid off in full 


nee ordered distribution of $34 million to bondholders, effective October 
i7, 4 


District court rejected company’s reorganization plan and ordered the case re- 
ferred back to the I.C.C. 


Co-trustee Colnon requested approval of a plan to distribute $26 million to certain 
bondholders : 


Debtor company petitioned district court for authority to purchase bonds and notes 
to the amount of $55 million. Proposal was offered as substitute for Colnon plan 


Judge Igoe approved Colnon plan for simplification of debt structure, despite 
opposition of senior bondholders 


Circuit court of appeals on appeal rejected Colnon plan 
Circuit court directed Judge Igoe to confirm I.C.C. plan and to reject Colnon plan 


Judge Igoe refused to hear motions of interested parties on ‘consummation of 
plan on ground they were “contested matters” 


Judge Igoe entered order confirming plan, but giving himself power to appoint 
majority of reorganization managers 


Judge Igoe refused to hear further argument in proceedings and fined bondholders’ 
counsel for contempt 


Circuit court ordered Judge Igoe to explain alleged action in changing plen 


Circuit court ordered Judge Igoe to carry out plan without change 














Trustee Colnon filed a new plan in 
September, 1946, requiring the expendi- 
ture of almost $58 million from the 
estate of the road, using accumulated 
earnings, it is alleged, to exact con- 





cessions from the senior bondholders 
and buy in securities. Judge Igoe sup- 
ported his proposal. 
In addition to collaboration with Judge , 
(Continued on page 1223) 
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ew Management Takes Charge 


of Norfolk Southern 


OSEPH T. KINGSLEY, whose re- 

cent election as president of the 
Norfolk Southern was reported in the 
Railway Age of May 24, was born in 
Baltimore, Md. He entered railroad 
ervice in 1903 with the Pennsylvania 
wd served successively as fireman, 
brakeman and trainmaster until April, 
1912, when he joined the Western 
Maryland as assistant chief rate clerk. 

Later in 1912, Mr. Kingsley went to 
the New York Central as a temporary 
commercial agent, opening the road’s 
commercial office in Baltimore. Shortly 
thereafter he was appointed, in the same 
vapacity, to cover the territory sur- 
rounding that office. In 1913, he was 
transferred to the Pittsburgh district, 
doing special traffic work for the Cleve- 
land, Cincinnati, Chicago & St. Louis. 
At the beginning of the Mexican border 
trouble he was assigned to the Wash- 
ington, D. C., office to handle troop and 
equipment movements for the New York 
Central. Concurrently, he acted as an 
adviser to the quartermaster general’s 
ofice, Transport Section, United States 
Army. In August, 1917, he was commis- 
sioned a captain in the Army. 

Mr. Kingsley retired from the Army 
in 1920 and returned to the New York 
Central as special assistant to the presi- 
dent. Appointed executive general 
agent at Terre Haute, Ind., in charge 
of coal mining Operations, he resigned 
in the latter part of 1921 to start his 
own coal mining business in Indiana. 
Five years later he left that business 
and opened offices in Washington as a 
special traffic representative for several 
railroads, in which work he was engaged 
when, during the recent war, he was 
ordered to duty as a major in the ad- 
jutant general’s office, procurement serv- 
ice, Army Specialty Corps. Mr. King- 
sley was elected chairman and a mem- 
ber the board of directors of the Norfolk 
Southern on March 6, last. 

Patrick B. McGinnis, whose election 
as chairman to succeed Mr. Kingsley 
also was reported in the Railway Age 
of May 24, was born in Palmyra, N. Y., 
on May 23, 1904. He was graduated 
from St. Lawrence University in 1926 
and later studied transportation at Co- 
lumbia and New York Universities. Mr. 
McGinnis joined Vilas & Hickey, a 
New York investment firm specializing 
in railroad bonds, in 1926. In 1930 
and 1931 he was manager of the railroad 
bond department of Lehman Brothers. 

€ was a partner in Jennys & Co. from 
1931 to 1936, when he became associated 
with Pflugfelder, Bampton & Rust, 
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Patrick B. McGinnis 


which had specialized from its inception 
in railroad reorganization securities. 
On January 1, 1947, Mr. McGinnis 
formed his own firm of McGinnis, 
Bampton & Sellger. He has edited four 
issues of “Guide to Railroad Reorganiza- 
tion Securities,’ a book presenting in 
condensed form analyses of all major 
Class I railroads undergoing reorganiza- 
tion. He has testified at various times 
as an expert employed by the receivers 
to determine the values of securities in 
the Wabash and Norfolk Southern re- 
organizations. 

In 1941 he was one of three experts 
appointed by the district court in Phila- 
delphia, Pa., to give advice about the 
securities of a group of seven railroads 
in the litigation known as Overfield, 
et al. vs. Pennroad, a case involving a 
suit by Pennroad stockholders against 
the Pennsylvania. Mr. McGinnis also 
has testified as an expert in the Chicago 
& North Western, the Seaboard Air 
Line, the Alton, the Old Colony, the 
Rensselaer & Saratoga and Wisconsin 
Central section 77 cases, as well as 
many others. For the past six years 
he has been on the faculty of the New 
York Stock Exchange Institute lectur- 
ing on railroad reorganizations. 

The new management of the Norfolk 
Southern has two fundamental purposes, 
Mr. McGinnis told Railway Age in 
New York on June 10. These are to 
reduce the road’s debt and increase its 
traffic. Since the beginning of last 
March, he added, $350,000 of the gen- 





Joseph’ T. Kingsley 


eral convertible 5 per cent income bonds 
have been voluntarily converted and 
$600,000 worth were purchased by the 
Norfolk Southern Bus Company, a 
wholly-owned subsidiary. There are 
now $5,321,000 of these bonds out- 
standing. In the five years 1942-1946, 
he pointed out, only $621,000 of the 
bonds had been retired. No railroad 
funds have yet been used for reducing 
debt but present plans call for retiring 
more of the income bonds as the neces- 
sary cash becomes available. _ 

Equipment currently on order for the 
Norfolk Southern, Mr. McGinnis said, 
includes ten 1,500-hp. Diesel-electric 
freight locomotives—deliveries of which 
from the Baldwin Locomotive Works 
are scheduled to begin next September 
and to be completed by March, 1948— 
and 250 50-ton box cars being built 
by the Pullman-Standard Car Manu- 
facturing Company. Delivery of the 
box cars has been promised for next 
August. Further equipment purchases, 
he concluded, will have to be held in 
abeyance until the completion of a survey 
of the road’s rolling stock which is 
presently under way. 

The present Norfolk Southern Rail- 
way was incorporated on September 19, 
1939, as a successor in reorganization 
to the Norfolk Southern Railroad, 
which had been incorporated on April 
30, 1910, as reorganization successor 
to the Norfolk & Southern Railway. 
On July 28, 1932, receivers were ap- 
pointed for the Railroad in a_ suit 
brought by the Fruit Growers Express 
Company, an unsecured creditor. The 
receivership was terminated on January 
21, 1942, when all the properties were 
transferred to the present company pur- 
suant to the terms of an amended re- 
organization plan dated June 15, 1940. 
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Diesel-hauled New York-Florida passenger train passes Moncrief tower (Jacksonville, Fla.) 





Running a Speedway from the South 


Atlantic Coast Line is cashing in on large improve- 
ment program by Diesel operation and changed methods 


HE double-track main line of the 

Atlantic Coast Line between Rich- 
mond, Va., and Jacksonville, Fla., is 
being converted into a high-speed rail- 
way, over which both freight and pas- 
senger trains can make fast schedules, 
powered by Diesel-electric locomotives. 
The manner in which this line is being 
improved was described in detail in the 
Railway Age of March 2, 1946, and the 
improvements planned for 1946, as men- 
tioned in this article, were carried out, 
in so far as shortages of materials 
would permit. Although the improve- 
ment program is still in progress and 
not yet completed, operating methods 
have been changed to take fullest ad- 
vantage of the improvements thus far 
made. Of course, the natural advantage 
inherent in this line of no grades great- 
er than 0.6 per cent, and only a short 
mileage of even this grade, has also 
been taken into account in revising op- 
erating methods. 


Faster Schedules 


The high-speed operations now pos- 
sible because of the improvement pro- 
gram, the acquisition of Diesel locomo- 
tives, and fast efficient car inspection 
are shown in the following examples. 
Under the winter schedule for 1947, 


e 
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an A. C. L. passenger train made the 
run from Jacksonville to Richmond in 
10 hr. 40 min., or at an overall average 
speed of more than 60 m.p.h. That is 
stepping right along, but freight train 
speeds, while perhaps less spectacular, 
aye even more remarkable. For ex- 
ample, on November 23, 1946, a train 
left Moncrief yard (Jacksonville) with 
84 carloads of perishables and a caboose, 
or 4,555 gross tons, handled by one A 
and two B Diesel-electric locomotive 
units, each of 1,350 hp. The report on 
this train is most interesting; partic- 
ular attention is called to the time spent 
at intermediate terminals — or rather, 
the lack of time so spent—which will 
be explained in detail later. The 
through O. S. report on this train was 


as follows: 
Miles Between 
Terminals 
Lv. Moncrief (Jacksonville) 9:20 a.m. 0 
Ar. Southover (Savannah) 1:03 p.m. 145 


EA, SOMBOVET’ ......cccscas 1:31 p.m. 
Ar. Florence, S. C. ...... 6:13 p.m. 202 
OA en 6:37 p.m. 
Ar. South Rocky Mount, 

Ji Ss rrr 11:02 p.m 171 
Lv. South Rocky Mount. 11:32 p. 
Ar. Acca (Richmond) ....  2:35a.m 125 

Di Watkins hue bhakunkatanenbess 643 


It is necessary to keep these trains 
of perishables moving at high speed if 
they are not to be badly delayed by the 
fleets of fast Florida passenger trains. 
There are six of the latter northbound 





daily during the winter season which 
make the run in 12 hr., or less, two of 
them without scheduled passenger stops 
between Jacksonville and Richmond. 
There are also three other slower trains 
northbound daily. Moreover, the winter 
season of heavy passenger movement 
coincides with the season of the heaviest 
perishable shipment. 


The Passenger Service 


This winter season the A. C. L. re- 
stored its Florida service to approxi- 
mately a peacetime basis. There were 
three all-Pullman trains, three all- 
coach trains and three coach-Pullman 
trains in each direction daily. All of 
these trains were powered by Electro- 
Motive Diesel passenger locomotives, 
of which the A. C. L. owns fifty-three 
2,000-hp. units. Of these, 49 are as- 
signed to regular runs, 2 are held out 
for spares, and 2 are normally in the 
shop. Many of these locomotives have 
run more than 1,500,000 mi. The gen- 
eral average mileage per month of all 
units is 15,000 mi., while on some runs 
an average of about 20,000 mi. per 
month is maintained. In general, these 
locomotives are run through in turn- 
around service between Jacksonville and 


Richmond, although one run includes 4 | 
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Jacksonville-Richmond trip, a round 
trip between Richmond and Savannah 
(where one train terminates), and a 
trip from Richmond to Jacksonville. 
In addition, a number of passenger 
Diesels are run in round-trip service 
between Jacksonville and St. Peters- 
burg, Fla., on the West Coast sections 
of the trains, while in some instances, 
Diesels are run through between Rich- 
mond and Tampa on such sections. 

This past winter it was possible to 


spread the Diesels over most of the 


railway. Hitherto, it was considered 
necessary to power the 18-car trains 
with three-unit locomotives. As a re- 
sult of thorough tests conducted joint- 
ly by the mechanical and transportation 
departments last summer, it was found 
that 18-car trains, dependent upon over- 
all elapsed time and considering the 
speed required to maintain schedules, 
could be handled with two-unit Diesel 
locomotives (4,000-hp.) without prej- 
udice to on-time performance. Hence, 
two units are now the standard power 
for such trains. On certain other trains 
operated between Richmond and Jack- 
sonville, with which the overall elapsed 
time requires faster sustained speed 
than the slower trains, the consist is 
limited to less than 18 cars, and two 
Diesel passenger units (4,000-hp.) are 
assigned. As a result of these studies, 
permitting the handling of more cars 
per 2,000-hp. Diesel unit, a consider- 
able number of passenger units were 
released, so that additional passenger 


service could be powered with Diesel 
locomotives. Because of the increased 
utilization of Diesel power, the A. C. L. 
found it necessary to cut off only five 
short run passenger trains under the 
O. D. T. ordtr in effect last fall limit- 
ing coal locomotive runs during the 
coal strike. 

The tests which determined the ad- 
visability of using two- instead of three- 
unit Diesels on certain 18-car passenger 
trains were so successful that they have 
been applied to freight schedules also; 
and, as a matter of fact, in any major 
change of operating schedules or change 
in assignment of locomotives, it has 
been determined that similar tests are 
extremely helpful in making the proper 
assignment of locomotives and sched- 
ules at which trains will be operated. 
A floating test crew is assigned to 
these jobs, under the supervision of the 
engineer of tests. The locomotives are 
supplied with a recording watt-hour 
meter which gives practically all the 
essential information that could be ob- 
tained through the use of a dynamom- 
eter car, and with much less difficulty 
and expense. So far, 15 such tests have 
bee made, with many others in prospect. 

For the purpose of determining 
whether two units could handle the pas- 
senger trains on time, several tests were 
run. The first one was made with the 
general superintendent of motive power 
and the general superintendent of trans- 
portation aboard the train, which con- 
sisted of 14 conventional and 4 light- 





weight cars. The speed was charted on 
the profile, with explanation of any de- 
lays and, in the instance mentioned, the 
train made the schedule easily, at an 
average of over 50 m.p.h. 


Streamlined Equipment 


The A. C. L. had streamliners in 
service for some years prior to the war 
and also participated in the operation 
of the Chicago-Florida streamliners. 
At the beginning of the war, 42 light- 
weight streamlined cars were in opera- 
tion, including 28 coaches, 5 dining 
cars, 4 lounge-observation cars and 5 
passenger-baggage-dormitory cars. This 
fleet is now being greatly augmented. 
The A. C. L. alone has 83 new light- 
weight cars on order which, with 34 
additional cars ordered by the Pennsy]l- 
vania, the Richmond, Fredericksburg & 
Potomac and the Florida East Coast 
as their proportion of the equipment 
for the through New York-Florida 
trains, will give the A. C. L. a large 
fleet of new cars. Included in the cars 
now on order are a number of all-room 
sleeping cars, which will be the first cars 
of this description to be owned by the 
A. C. L. itself, although, of course, 
Pullman-owned all-room cars have been 
operated over the railway for many 
years. 

The road’s officers do not minimize 
the importance of the various forms of 
passenger competition, such as air lines, 
private automobiles and buses. However, 


Diesel-hauled perishable trains on the A. C. L. give third-morning deliv- 
ery out of Florida to New York, on an average haul of more than 1,000 mi. 




















The A. C. L. seeks to concentrate the shopping 
of Diesel locomotives in the summer season 


with a railway built for speed, with 
Diesel power and with a fleet of the 
most modern, luxurious passenger cars 
for both coach and first-class travel, 
they are viewing the future with hope- 
fulness. 


Freight Service 


For a long time the Coast Line has 
been offering very early fourth-morn- 
ing delivery on perishables from Flori- 
da points destined to New York and 
certain other eastern consuming cen- 
ters. Some years prior to the war, to 
meet the demand of the perishable in- 
dustry, this service was augmented by 
a high-speed, third-morning delivery 
schedule to New York. To meet the 
early morning perishable market in New 
York, fruit and vegetables loaded in 
Florida as late as Monday evening, for 
example, must be in New York just 
before rnidnight on Wednesday even- 
ing. Since this usually involves hauls 
of more than 1,000 mi., high speeds are 
required. There is just one way in which 
these “super-schedules” can be met—by 
running the trains on unusually fast 
time over the “speedway” between Jack- 
sonville and Richmond, since the rail- 
way south of Jacksonville is almost 
entirely single track and the problems 
of gathering up the cars at widely- 
scattered points of origin throughout 
Florida are many. Most of the busi- 
ness is handled from the producing 
territory into Moncrief yard (Jackson- 
ville) over-night, whence it leaves the 
next morning on fast Diesel-powered 
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trains. The high-speed schedule on 
perishables is in effect for the Florida 
harvest season, which generally extends 
from November 15 to May 20. 

As many as 400 cars of perishables 
are frequently handled north in one 
day. With the close of the Florida 
shipping season, the North and South 
Carolina vegetable and potato move- 
ment begins and extends through May 
and June, and the peach crop in Georgia 
is harvested in June and July. In addi- 
tion to the freight movement of perish- 
ables, there is a considerable movement 
of the same commodities by express, 
particularly during the holiday season. 
For example, on December 16, 1946, 96 
carloads of perishables were handled by 
express in solid express trains out of 
Jacksonville. When solid trains of ex- 
press cars are made up, they are hand- 
led in some cases by road freight Diesel 
locomotives. (One train to the North- 
east is handled daily with a freight 
Diesel ). 


Advance Planning Necessary 


Since the heavy perishable shipping 
season during which the third-morning 
schedules are in effect lasts only about 
six months, it is necessary to “gear up” 


_the railroad and its employees each fall, 


in advance of the season. Specific in- 
structions on the handling of cars and 
trains from the transportation depart- 
ment go out late in October. 

In general, the fast freight schedules 
are maintained by the use of three-unit 
Diesel locomotives, which are limited 


to 85 cars, or approximately 4,500 tons, 
This load compares with the 40- to 45- 
car maximum that could be handled by 
steam locomotives maintaining the sched- 
ule. Between Jacksonville and Savan- 
nah, the A. C. L. has two routes avail- 
able—a cut-off between Folkston, Ga. 
and Jesup, and the original main line, 
which follows a somewhat longer route 
via Waycross. Trains with full tonnage 
are operated via the cut-off, but “over- 
flow” cars are combined with perish- 
able loads from northern and western 
Florida (which do not move into Jack- 
sonville) and are handled via Way: 
cross. Trains of perishables are also 
made up in Waycross for through sched- 
ules to Richmond. On the main line, 
the speed of perishable trains is re- 
stricted to 60 m.p.h. This limit is rigidly 
adhered to, the schedules being made 
by the elimination of delays in terminals 
and steady running on the road, rather 
than through excessive road speeds. 

The “third-morning” perishable trains 
are intended to handle only fresh fruits 
and vegetables destined to Potomac 
yard, Va., or beyond, and the first 
sections thereof almost invariably con- 
sist entirely of this class of traffic, al- 
though they may also include packing 
house and sea food products, and other 
comestibles, provided no intermediate 
icing is required. However, the last sec- 
tion of the fleet is permitted to handle 
perishables destined to Florence, S. C., 
or divergent points from that terminal 
as a filler. Livestock may also be in- 
cluded in the Florence set-off, with due 
regard for feed, water and rest limita- 
tions. The last section also handles as 
a “filler,” when necessary, other freight. 
if loaded in box cars; but loaded or 
empty gondola cars, hopper-bottom coal 
cars, tank cars or flat cars are never 
handled under any circumstances. When 
such last sections consist of mixed 
freight they are classified, from the 
head end, into a block of perishables 
for Potomac yard or beyond, and of 
dead freight filler for Potomac yard or 
beyond, with the perishables to be set- 
off at Florence at the rear end. 

The “third-morning” perishable sched- 
ule eliminates the necessity for icing 
en route. All cars are re-iced at Mon- 
crief yard, or at Waycross, except cars 
received from the Florida East Coast 
which have been re-iced on that road 
at New Smyrna, Fla. The re-icing at 
Moncrief, Waycross or New Smyrna is 
sufficient to permit the cars to go 
through to Potomac yard before the 
next re-icing is necessary. 

Diversions, which pose such a prob- 
lem in making many perishable sched- 
ules elsewhere in the country, are held 
to the minimum in this service. If a 
shipper wishes to divert a car after it 
has left Waycross or Moncrief, he may 
do so by getting diversion instructions 
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into the hands of the terminal train- 
master at Florence, S. C., by 5 p.m. on 
the day following loading, but, in that 
event, the car is simply cut out at 
Florence and reverts back to the fourth- 
morning delivery trains. No other di- 
versions are permitted on the third- 
morning service. 


Keeping Them Moving 


During the season just closed, two- 
unit-hauled trains with 60 cars on the 
fast schedule were averaging only 42 
min. total terminal time, and three-unit 
trains with 85 cars only 80 min. total 
terminal time between Jacksonville and 
Richmond. Since there are three inter- 
mediate terminals (Southover at Savan- 
nah; Florence; and South Rocky Mount, 
N. C.) this means that the average 
terminal delay at each point was 14 min. 
for the 60-car trains and 27 min. for 
the 85-car trains. 

Part of the reason for this is the lack 
of necessity for icing and the limiting 
of diversions, as well as building up the 
trains as “main-trackers” for their en- 
tire run. Obviously, however, a great 
deal of the credit is also due to the 
mechanical department. For one thing, 
the Diesel locomotives are fueled only 
once en route—at Florence—and, since 
the fuel facilities at that point are 
situated immediately adjacent to the 
main line, the engine never leaves the 
train there—or at the other terminals— 
except when it is necessary to set out 
a bad order car. Bad order cars are 
held to a minimum by the rigid inspec- 
tion of the empties before loading and 
oi the loads before leaving Moncrief 
yard. Special attention is paid to the 
inspection of the oiling and packing of 
the journal boxes, but, in the rare cases 
when hot box trouble is encountered on 
the line, the car is set out at the first 
convenient point, unless, in the judg- 
ment of the conductor, it can be brassed 
and continued to the next terminal more 
quickly. 

The rip track forces at all terminals 
are located close to the main line and 
are alerted when these “hot-shots” come 
into the terminal. They are ready in a 
matter of seconds to get to work on 
any small defect which the car inspector 
may find that can be repaired quickly 
without setting the car out. 


Handling Empties 


In view of the nationwide shortage of 
tefrigerator cars, empty freezers are 
handled on rigidly maintained schedules 
on the A. C. L. They are handled 
southbound from Richmond to Jackson- 
ville in a maximum of 26 hr., and us- 
ually in less time. To handle empties 
this fast and, at the same time, to insure 
that they receive the necessary com- 
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plete inspection to avoid delays after 
they are loaded, an inspection system 
has been set up which spreads the 
work over the various terminals and 
insures against a pile-up of empties for 
inspection at any one terminal. 

A “Class A” inspection on the A. C. 
L. makes sure that cars passing it are 
in condition to go into the loading ter- 
ritory and carry their loads to destina- 
tion, receiving only subsequent running 
inspection to insure safety of move- 
ment. Only one such inspection is given 
any refrigerator-car train on the south- 
bound trip. With the beginning of the 
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Atlantic Coast Line’s main line is a 
speedway 


season, the first train of empties is run 
south with only running gear inspection 
until arrival at Jacksonville, where an 
“A” inspection is given.. The second 
train of empties gets an “A” inspection 
only at Rocky Mount, the third train 
only at Florence, and so on in an end- 
less cycle throughout the season. All 
empty refrigerator cars arriving at Way- 
cross from western connections are 
given an “A” inspection at that point. 
To avoid any possible confusion, inspec- 
tors making an “A” inspection mark the 
first letter of their stations and the date 
under the door opening on each side 
of each car with red waterproof crayon. 
If any congestion develops, the South- 
over and Waycross terminals are called 
upon to make “A” inspections of cer- 
tain specified refrigerator car trains. 

The original fleet of freight Diesels 
on the A. C. L. included 24 two-unit 
locomotives, a total of 48 units, each 
pair being permanently coupled. For 





greater flexibility of operation, how- 
ever, the 24 units most recently ac- 


quired are separate units. All units 
are of 1,350 hp. The maintenance of 
the freight Diesels is concéntrated at a 
modern Diesel shop at Waycross, and 
the units ordinarily make two round- 
trips between Jacksonville and Rich- 
mond before going to the shop for in- 
spection. 


Diesels Busy All the Year 


There is no difficulty whatever in 
getting maximum utilization from both 
passenger and freight Diesels during 
the winter season. They are busily en- 
gaged in productive service for some 
eight months of the year with more 
demands upon them than can be met 
by even such a large fleet as is owned 
by the A. C. L. Even with these de- 
mands, however, progressive mainte- 
nance is carried on at all times. Sur- 
plus Diesel units removed from the 
perishable service during the summer 
months are spread over the widest pos- 
sible area. 

In addition to its fleet of road freight 
and passenger Diesel locomotives built 
by Electro-Motive, the Atlantic Coast 
Line also owns 34 Diesel switchers, all 
of 1,000 hp., of which 19 were built by 
the American Locomotive Company, 9 
by the Baldwin Locomotive Works, and 
6 by Electro-Motive. 





Expanded Metal 
Pallet 


A new expanded-metal loading pallet, 
which is said to combine light weight 
with tough serviceability, has been de- 
signed by Phillips Mine & Mill Supply 
Co., 16 Jane street, Pittsburgh 3, Pa. 

It is claimed that the expanded metal 





New lightweight metal pallet 


process provides a lightweight pallet 
with sufficient deck friction to hold 
effectively 3,000-lb. loads. The new 
pallet is constructed of 13-gage material 
with 14-in. openings. 
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High-Speed Freight Truck 


N integral - box-type high - speed 

freight truck for the balanced pro- 
tection of car and lading from vertical 
and lateral shocks regardless of load 
and operating speed has been developed 
by Chrysler Corporation engineers and 
is being manufactured under license by 
the Symington- Gould Corporation, 
Rochester, N. Y. The design incor- 
porates a number of new construction 
features aimed at meeting the essential 
requirements for high-speed service with 
minimum cost and complication. The 
requirements were based on an analysis 
and study of the 1939 A.A.R. high-speed 
road tests. The principal conclusions 
were that protection of car and lading 
is equally necessary against both lateral 
and vertical shocks, and that the effec- 
tiveness of both vertical and lateral 
suspension should be as nearly as pos- 
sible independent of load in order most 
economically to utilize a car up to its 
full capacity. 

In passenger trucks which permit a 
relatively large amount of lateral bolster 
movement, long swing hangers are de- 
sirable; but if the range of bolster move- 
ment is limited the hanger length must 
be reduced accordingly to retain the 
same lateral force capacity. Otherwise, 
the lateral cushioning effect of the 
hangers will be nullified by repeated 
impact against the bolster stops under 
severe operating conditions. For this 
reason, the truck employs U-shaped 


SHOCK 


INTENSITY vs PAYLOAD 


CALCULATED FOR Y¥2" AMPLITUDE 
S50 TON CAPACITY SPRINGS 


hangers having a length between bear- 
ing centers of only 6 in. However, 
this provides ample lateral cushioning 
action under all load conditions since 
it is fully equivalent to that of a spring 
suspension having an effective static 
deflection equal to the hanger length, 
or 6 in. 

The swing-hanger pins are located 
in the side-frame columns in a plane 
below that of the side-frame support 
on the boxes, a condition which is 
necessary for stability. Moreover, the 
hangers are not raked but are normally 
vertical to avoid imposing continuous 


lateral thrust between the boxes and 
axle collars. The absence of rake in 
no way interferes with the effective 
restoring action of the hangers. To 
provide self-alinement and insure good 
bearing conditions between the hangers 
and pins, the bearing surfaces are made 
spherical and are flame hardened. 

The horizontal portion of the U- 
shaped hanger is a specially developed 
section which makes it possible to use 
the spring plank to maintain the truck 
in positive alinement. Any unsquaring 
moment imposed on the side frames is 
resisted by torsion in the hangers, which, 


together with the spring plank, are. 


designed to take the maximum load 
with safety and limited deflection. The 
holster is supported through the springs 





The Chrysler-design truck 


Left—Comparison of constant-rate and variable-rate spring 
suspension for shock transmission, assuming 12-in. de- 
flection of the springs from their static position 


Below—Comparison of the load-deflection curve of the 
variable-rate group with that of the lowest constant-rate 


group (31%¢-in. travel) which can be used without sacrific- 
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Variable-rate spring-group assembly 


on the plank and engages self-alining 
shoes mounted in the side-frame columns, 
which eliminate the possibility of binding 
and insure a large effective bearing 
area. Stops are provided between the 
bolster and side frames to limit the 
extreme lateral motion of the bolster 
to 1% in. per side, which is greater 
than the normal maximum movement 
experienced in operation. Lateral stops 
are also provided between the bolster 
and plank with about % in. clearance 
per side through which the bolster cah 
float laterally on the springs. Sufficient 
overlap is provided to insure contact 
of the engaging surfaces on the bolster 
and plank in the uppermost position of 
the bolster. This method of applying 
the load directly to the side-frame 
columns also improves the load dis- 
tribution on the side-frame structure by 
avoiding highly concentrated loading at 
the center of the bottom chord. 

To obtain an effective deflection of 
% in, under a light car without sacrific- 
ing capacity or exceeding coupler- height 
limitations, a variable-rate suspension 
is employed. It comprises a combination 
of conical and cylindrical coil springs 
which give a progressive increase in 
overall spring-deflection rate as the 
load and deflection increase. Each 
conical coil spring is wound from a 
uniform diameter bar and tapered so 
that successive coils are of smaller pitch 
diameter, and, consequently, stiffer. 
Four conical spring nests, each con- 
sisting of outer and inner springs, are 
arranged diamond-shaped in the bolster 
and adjacent nests are inverted for 
‘ompactness. The lower ends of the 
conical springs rest on a spring plate 
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located on an intermediate spring seat, 
which in turn is supported on four 
cylindrical double-coil springs seated in 
the spring plank. 

The two sets of springs are thus in 
series and are so proportioned that 
extreme jounce can take place on the 
cylindrical coils after the conical coils 
have reached their solid deflection. Be- 
cause of the moderate taper the conical 
coils seat on each other as they close 
progressively. This reduces the chances 
of over-stressing the conical springs 
since they are protected by the active 
coils in the cylindrical group. The use 
of a spring plate and intermediate spring 
seat provides a convenient single-level 
location for service shimming. 

Although the variable-rate spring 
group is believed to offer an ideal all- 
purpose suspension, the truck is designed 
for the optional use of conventional 
constant-rate springs, either full capacity 
or reduced capacity for special service, 
as desired. This requires merely an 
interchangeable bolster and eliminates 
the intermediate spring seat. 

An additional feature of the vertical 
suspension is the specially developed 
self-contained friction snubber. The 
snubber is mounted between the bolster 
and the spring plank, independently of 




















GEORGE the GATECRASHER 


made the pearly gates... 








_STOP-LOOK-LISTEN--AWD LIVE! | 


inne 





This is to introduce “George the Gate-| ' 
crasher” one of the careless characters 
portrayed in the Texas & Pacific’s little 
booklet “Stop,..Look,—Listen-and.. Live.” 
Disturbed by the number of deaths and 
injuries at grade crossings, the railroad 
began its own safety campaign, using 
a humorous approach on the theory 
that people are more apt to remember 
something that makes them laugh. 
“George” has five cousins who come to 
equally mussy ends 


the spring group for easy accessibility. 
At the same time the wide spacing from 
the truck center means maximum effec- 
tiveness in counteracting roll. The 
snubber construction involves no radi- 
cally new.principles, but represents a 
new degree of refinement in smoothness 
of action, constancy of control, and 
freedom from maintenance. 

The distinctive feature of this snubber 
design lies in the special friction-facing 
material applied to the forged-steel shoe 
segments, and the accurate alinement of 
the working parts. The friction is held 
constant regardless of deflection and is 
calibrated to suit the truck-spring group 
by predetermining the snubber-spring 
pressure in assembly. The double-disc 
compression rubber mountings at each 
end reduce wear and lost motion and 
provide a cushion against impact. Con- 
ventional standards have been adhered 
to in wheels, axles, journal boxes, and 
brake rigging. 


Rock Island 
Bondholders 


(Continued from page 1216) 


Igoe in efforts to delay the reorganiza- 
tion and to change the agreed plan, 
Trustee Colnon: is charged with having 
engaged in open conflict with J. B. 
Fleming, co-trustee, who had _ been 
selected by Judge Wilkerson in 1933 
from a panel named by the I.C.C. under 
the provisions of section 77 of the 
Bankruptcy Act. In illustration, the 
petition pointed out that Mr. Colnon 
asked and received authority for the 
purchase of two Diesel locomotives and 
12 suburban cars for commuter service, 
although neither the management nor 
Mr. Fleming thought the expenditure 
prudent or proper. Similarly, Trustee 
Colnon is charged with waging open 


. warfare with John D. Farrington, chief 


executive officer of the road, on operat- 
ing matters outside Mr. Colnon’s 
province. 

In its issue of January 12, 1946, 
Railway Age published a summary of 
a series of articles that appeared in the 
Chicago Sun in which Trustee Colnon 
was accused of using his trusteeship in 
various ways to further the interests 
of himself and other persons and com- 


(Great and of joining with Judge Igoe 
n 


ttempting to coerce the creditor 






Committees into accepting as a condition 


of approval of the reorganization plan 
a committee of reorganization managers 
formerly proposed by the court that the 
creditor committees did not want. 

The assertions made by the Chicago 
Sun have not yet been challenged in 
the courts, although Marshall Field, its 
owner, is one of the wealthiest men in 
the world. 
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GENERAL NEWS 








RRs Air Objections 
to Seaway Proposal 


Say “reasonable tolls” would 
not make St. Lawrence pro- 
ject self-liquidating 


Dr. Julius H. Parmelee, vice-president 
of the Association of American Railroads 
and director of its Bureau of Railway 
Economics, told a subcommittee of the 
Senate committee on foreign relations this 
week that, because of excessive costs in- 
volved, the St. Lawrence Seaway project 
cannot be made self liquidating by impos- 
ing “reasonable tolls.” 

Dr. Parmelee was one of approximately 
two dozen witnesses who testified in opposi- 
tion to Senate Joint Resolution 111, which 
would approve the United States-Canada 
agreement for the development and con- 
struction of the St. Lawrence seaway~and 
power project. Additional proponents of 
the measure, including Secretary of Com- 
merce Harriman and Secretary of the In- 
terior Krug, were scheduled to testify June 
13. As noted in Ratlway Age of June 7, 
page 1181, former President Hoover, Sec- 
retary of State Marshall and Undersecre- 
tary of War Royall already have testified 
in support of the legislation. 


“Self-Liquidating” Is Sound—Accord- 
ing to Dr. Parmelee, the railroads have 
for many years taken the position that 
waterway improvements should be made 
self-liquidating and therefore do not op- 
pose any such “sound” improvement proj- 
ects. “Not only is the principle of self- 
liquidation sound from the standpoint of 
economics and broad transportation policy 
but it has been specifically adopted by the 
16 senators whose names appear on S. J. 
Res. 111, and also has been approved by 
Secretary Marshall,” he said. “I assume 
we may take as a premise, therefore, that 
the St. Lawrence agreement between Can- 
ada and the United States for construction 
of the St. Lawrence seaway will be ap- 
proved by Congress only if it is shown to 
be feasible to make the project in fact self- 
liquidating.” 

“It may be true,” he added, “that the 
exact toll in dollars and cents to be im- 
posed on the traffic which would use the 
proposed waterway cannot be determined 
until after the precise construction cost 
is calculated, but at the same time ad- 
herence to the principle of self-liquidation 
definitely requires a predetermination that 
it is feasible to make the project self- 
liquidating by the imposition of reasonable 
tolls.” 

Noting that the resolution’s Section 3 
states that due consideration must be given 
to the special character of bulk agricultural, 
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mineral and raw materials, Dr. Parmelee 
said that if that proviso is considered as 
a mandate to give preferred treatment to 
those items of traffic in the form of a lower 
toll than on other traffic, and if a definite 
maximum of $1.25 per ton is to be pre- 
scribed pursuant to the same section, “such 
an interpretation would have a very ma- 
terial bearing on the amount of money 
which could be raised by tolls from this 
type of traffic.” 


Contradictory Objectives—Dr. Par- 
melee further contended that another pro- 
viso of Section 3, which states that toll 
charges shall give due consideration to en- 
couragement of increased utilization of the 
navigation facilities, would “undoubtedly 
be seized upon” as a basis for lowering the 
tolls to a point “substantially below the 
statutory maximum regardless of the con- 
sequences upon the effectuation of the prin- 
ciple of self-liquidation.” At the same time, 
he said, the extent of the exceptions of 
local or way or government traffic that 
may be agreed upon pursuant to Section 3 
will “materially affect the amount to be 
realized through the imposition of tolls.” 

“If self-liquidation is to be applied to 
this project as a working principle, it is 
obvious that these details must be worked 
out in agreement with Canada and a defini- 
tive plan for the imposition of tolls agreed 
upon before approval can be given to the 
construction of the project,” he said. “The 
only circumstance which would permit any 
other action would be a showing that even 
if [Section 3] were interpreted in a manner 
so as to produce the least amount of reve- 
nue it would still be possible to make the 
project self liquidating. Even that con- 
cession is subject to this limitation: since 
the agreement as to the tolls must be ap- 
proved by both the Parliament . .. and 
the Congress . . . there is no assurance 
that the plan when reduced to definitive 
form would meet the approval of these two 
bodies.” 

Dr. Parmelee said that in order to work 
out a self-liquidating tolls plan for the 
project, it would be necessary not only to 
have a “careful calculation” as to the pre- 
cise construction costs but also to acquire 
answers to “innumerable preliminary ques- 
tions.” 


What Tolls Would Be—According to 
the A. A. R. vice-president, it would take 
a toll of $1.84 on each of the 10 million 
tons of American traffic, which it is esti- 
mated may use the waterway, in order to 
liquidate the cost of the project to the 
United States. “If the total cost to the 
United Staes and Canada is considered 
jointly,” he added, “it would require a 
total of $1.86 on each of the 16 million 
tons, the estimated capacity of the whole 
waterway, in order to make the total navi- 
gation project self-liquidating. This, of 
* (Continued on page 1226) 





4. Months’ Net Income 
Totaled $121,000,000 


Net railway operating income 
for the same period was 
$232,563,100 


Class I railroads in the first fou 
months of this year had an estimated net 
income, after interest and rentals, of 
$121,000,000, as compared with a deficit 
of $100,000 in the corresponding period of 
1946, according to the Bureau of Railway 
Economics of the Association of Ameri- 
can Railroads. The four-months’ net rail. 
way operating income, before interest and 
rentals, as $232,563,100, compared with 
$121,540,698 in the same period last year. 

Estimated results for April showed a 

net income of $32,600,000, compared with 
a deficit of $19,320,000 in April, 1946, 
while the net railway operating income 
for the 1947 month was $58,409,688, com- 
pared with $10,722,120 for April, 1946. 
In the 12 months ended with April, the 
rate of return averaged 3.24 per cent, 
compared with 2.77 per cent for the 12 
months ended with April, 1946. The 
A. A.-R. statement recalled that railroad 
traffic and earnings in April, 1946, were 
“considerably reduced” because of the coal 
strike that month. 
* Gross in the four months totaled $2,728. 
545,478, compared with $2,432,352,223 in 
the same period of 1946, or an increase of 
12.2 per cent. Operating expenses amount- 
ed to $2,140,796,806, compared with $2,075, 
094,906, or an increase of 3.2 per cent. 

Thirty-five Class I railroads failed to 
earn interest and rentals in the four months, 
of which 17 were in the Eastern district, 
six in the Southern region and 12 in the 
Western district. 


In the East—Class I roads in the East- 
ern district in the four months had an 
estimated net income of $32,000,000, com- 
pared with a deficit of $28,200,000 in the 
same period of 1946. For April, their esti- 
mated net income was $8,300,000, compared 
with a deficit of $20,500,000 in April, 1946. 

These roads in the four months had 4 
net railway operating income of $85,179, 
314, compared with $23,291,684 in the same 
period of 1946. Their net railway operat- 
ing income in April amounted to $21,162; 
922, compared with a deficit of $7,826,288 
in April, 1946. 

Gross in the Eastern district in the four 
months totaled $1,251,158,673, an increase 
of 17.6 per cent compared with the same 
period of 1946, while operating expensés 
totaled $1,012,985,303, an increase of 69 
per cent. E 

Class I roads in the Southern region 
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in the four months had an estimated net 
income of $25,000,000, compared with a 
net income of $6,800,000 in the same period 
of 1946. For April, they had an estimated 
net income of $6,300,000, compared with 
$620,000 in April, 1946. 

Those same roads in the four months 
had a net railway operating income of 
$39,102,789, compared with $27,766,914 in 
the same period of 1946. Their net rail- 
way operating income in April amounted 
to $8,230,084, compared with $5,004,218 
in April, 1946. 

Gross in the Southern region in the 
four months totaled $393,464,769, an in- 
crease of 8.8 per cent compared with the 
same period in 1946, while operating ex- 
penses totaled $304,515,689, an increase of 
3.1 per cent. 


Western Roads’ Results — Class I 
roads in the western district in the four 
months had an estimated net income of 
$64,000,000, compared with $21,300,000 in 
the same period of 1946. For April, they 
had an estimated net income of $18,000,000, 
compared with $560,000 in April, 1946. 

Those same roads in the four months 
had a net railway operating income of 
$108,280,997, compared with $70,482,100 
in the same period of 1946. Their net rail- 
way operating income in April amounted 
to $29,016,682, compared with $13,544,190 
in April, 1946. 

Gross in the Western district in the 
four months totaled $1,083,922,036, an in- 
crease of 7.6 per cent compared with the 
same period of 1946, while operating ex- 
penses totaled $823,295,814, a decrease of 
ane per cent. 


between Cummings, Iowa, and Lida, and 
1,000 ft..at Peru, Iowa. The track damage 
was estimated at $50,000. Approximately 
200 men began repairs on June 5, after 
the water had receded, and the line was 
re-opened on June 9. 

The C. G. W. detoured no passenger 
trains because of the flood, but terminated 
them at Des Moines. Some freight trains, 
carrying perishables, were routed between 
Kansas City, Mo., and Omaha, Neb., over 
the Missouri Pacific, thence over C. G. W. 
lines. 

The Burlington’s main lines at Ottum- 
wa and at Quincy, the latter affecting both 
the Chicago-Kansas City, Mo., line and 
that from St. Louis, Mo., to Burlington, 
Iowa, were put out of service by the rising 
waters. Trains were routed via the road’s 
Twin Cities line to Savanna, IIl., thence 
over the Chicago, Milwaukee, St. Paul & 
Pacific to Council Bluffs, Iowa, and over 
the Atchison, Topeka & Santa Fe from 
Galesburg, Ill, to Bucklin, Mo. These 
trains were re-routed over the Chicago, 
Rock Island & Pacific between Kansas 
City and Fairfield, Iowa, until that line 
went out on June 7. The Burlington’s yards 
at both Quincy and Hannibal, Mo., were 
also under water. The Ottumwa line was 
restored to service on June 10, and service 
via Quincy was expected to be restored by 
the latter part of this week. 

The affect of the floods on other rail- 
roads was as follows: Atchison, Topeka & 
Santa Fe.—High waters of the Grand 
river east of Marceline, Mo., forced this 
road to detour between Kansas City and 








CLASS I RAILROADS—UNITED STATES 
Month of April 


Total operating revenues 
Total operating expenses 
Operating ratio—per cent 
Taxes s 
Net railway operating income 
(Earnings before charges) 
Net income, after charges (estimated) 


1947 1946 
ee segs $ 689,456,229 $ 566,627,017 
araieees 543,301,248 507,909,532 
oes e 78.80 89.64 
Peer 73,195,340 35,612,089 
ae 58,409,688 10,722,120 
Leer 32,600,000 Def. 19,320,000 


Four Months Ended April 30, 1947 


Total operating revenues ._. 

Total operating expenses 
Operating ratio—per cent 

Taxes 

Net railway operating income . 

_ (Earnings before charges) 

Net income, after charges (estimated) 


se . $2,728,545,478 


$2,432,352,223 


svete 2,140,796,806 2,075,094,906 
i 78.46 85.31 
bares 301,554,844 189,103,217 
232,563,100 121,540,698 
121,000,000 Def. 100,000 








Floods Hamper Train Service 
in Three Midwest States 


Flood conditions arising from heavy 
rains and swollen rivers, principally in 
lowa, Missouri and Illinois, have affected 
the operations of all railroads in the stick- 
en areas, some seriously. Inundated tracks, 
and, in some instances, complete washouts, 
caused the roads to detour trains consider- 
ably and to issue “slow” orders. No rail- 
road accidents were attributed to the 
floods, and by June 10 most lines were ap- 
Proaching normal operations, with the ex- 
ception of continued “slow” orders. 

The hardest hit of the railroads were the 
Chicago, Burlington & Quincy, at Ottum- 
wa, Iowa, and Quincy, Ill., and the Chi- 
cago Great Western, at points south of 
Des Moines, Iowa. The latter suffered two 
complete washouts totaling 5,000 ft. of 
track on June 3. The damages, attributed 
to “flash” floods, included 4,000 ft. of track 
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Chicago as follows: eastbound via the Rock 
Island to Joliet, Ill., the Alton route to 
Pequot, IIl., thence to Chicago; and west- 
bound via the Burlington from Galesburg. 
Ill., to Rock Island, Ill., and thence via the 
Rock sland to Kansas City. 

Chicago, Milwaukee, St. Paul & Pa- 
cific—This road’s first high-water trouble 
came early last week when its line at Lu- 
cerne, Mo., was flooded, necessitating the 
detour of trains over the R. I. between 
Seymour, Iowa, and Polo, Mo. Later in the 
week, the line was put out at Ottumwa, 
and trains were detoured over the Rock 
Island between Seymour and Rock Island. 
Operations were restored by June 9. 

Wabash.—Service was interrupted on 
this road’s lines to Kansas City, Omaha, 
Des Moines, and Ottumwa. High water at 
Hannibal, still a danger point as this issue 
of Railway Age went to press, caused the 
Wabash to detour via St. Louis. With ex- 
ception of service via Hannibal, the road 








Anti-Trust-Relief Bill 
Debated in Senate 


The Senate on June 9 began con- 
sideration of S. 110, the Reed bill to 
stay the operation of anti-trust laws 
with respect to carrier rate-making 
procedures and other joint actions 
approved by the Interstate Commerce 
Commission. The debate on the 
measure was still under way when 
this issue went to press, and a vote 
was not expected until the latter part 
of the week. 

The bill, sponsored by Senator 
Reed, Republican of Kansas, is simi- 
lar to the Bulwinkle bill, which was 
passed last year by the House but 
died in the Senate with the sine die 
adjournment of the previous Con- 
gress. Representative Bulwinkle, 
Democrat of North Carolina, has in- 
troduced another House bill, but 
action on it by the House committee 
en interstate and foreign commerce 
has been awaiting Senate action on 
the Reed bill. 











anticipated normal operations by June 13. 

Chicago, Rock Island & Pacific—This 
road was affected very little, though the 
“Twin Star Rocket” was routed around 
Des Moines via West Liberty, Iowa. This 
train was operating on its regular line on 
June 9. . 

Other roads in the area were affected to 
a lesser extent and the Denver & Rio 
Grande’s Marshall Pass line was blocked 
by high water between Sapinero, Colo., 
and Cimarron. 


Moriarty Elected President 
of Malleable Founders 


Wilson H. Moriarty, vice-president of 
the National Malleable & Steel Castings 
Co., was elected president of the Malleable 
Founders Society for the coming year at 
the society’s 50th anniversary meeting in 
Hot Springs, Va., on June 5. Mr. Moriarty 
succeeds Frank Shumann, president of Le- 
high Foundries, Inc. 


Inspection of Corrosion Tests 


On June 4 and 5 the International Nickel 
Company, the Dow Chemical Company and 
the Carnegie-IIlinois Steel Corporation 
were hosts to a group of engineers and 
technical editors at the Corrosion Testing 
Station, Kure Beach, N. C. The Kure 
Beach station was established by the In- 
ternational Nickel Company in 1935 for 
the purpose of comparing the corrosion 
resistance of low-alloy steels with carbon 
steel. Since that time, other materials 
have been added to the test program so 
that now comparative tests are being made 
of many kinds of ferrous and non-ferrous 
metals and alloys which are the products 
of more than 100 manufacturers. 

In general, tests of two types are carried 
on at Kure Beach, those having to do with 
exposure to atmospheric attack and with 
exposure to the corrosive action of sea 
water by immersion. The atmospheric test 
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lot has an ultimate capacity of about 36,000 
specimens, some 15,000 being on the racks 
under exposure at the present time. In 
addition to the specimens exposed to the 
atmosphere about 2,000 specimens are now 
exposed to sea water and, over a period 
of 12 years, the number so tested has been 
over 10,000. Included in the sea water 
tests are a substantial number of wood 
specimens embracing many types of wood 
treatment to determine the resistance of 
the different types of treatment to marine 
borers. 

An important part of the facilities at 
Kure Beach is a laboratory equipped for 
measurements as to loss of weight of 
samples, microscopic examinations, etc. 
This laboratory checks all specimens peri- 
odically, keeping an accurate record of 
exposure time, location of the specimens 
and information relating to performance 
under test conditions. 


List of “Overnighters”— 
an Omission 


There was inadvertently omitted from 
the list of freight trains offering first- 


morning delivery over a 300-mile range’ 


(Railway Age of May 17, 1947, page 997) 
the Grand Trunk Western’s service in each 
direction between Chicago and Detroit, 
Mich., 316 mi. 


New York Canals Hampered by 
“Depressed” Rail Rates 


The most important factor influencing 
the movement of traffic on the New York 
state canal system, and on connecting do- 
mestic water routes, has been the policy 
of railroads in “depressing freight rates on 
competitive traffic” to levels the water 
carriers were unable to meet, according to 
a recently released survey of the canal 


* 





system prepared for the Port of New 
York Authority by Allyn & Joslyn, New 
York naval architects and marine engi- 
neers. 

With the authority of the Interstate Com- 
merce Commission, the survey added, rail- 
roads have been permitted to cut their 
rates on grain and other canal-borne com- 
modities to such an extent that the canals 
found it extremely difficult to operate at 
a profit and maintain adequate equipment. 
As a result, a number of former canals 
offered little or no service during the 1946 
season and there can be little expectation 
of any significant resumption of these 
services as long as inadequate rates and 
operating losses prevail. 

“The importance of the State Canal to 
the Port of New York cannot be mini- 
mized,” the survey continued. “This was 
clearly illustrated during the 1946 season 
when, because of a lack of westbound 
tonnage and eastbound barge equipment, 
not a single bushel of canal grain arrived 
in New York Harbor. Consequently, the 
movement was confined to the railroads, 
and New York, which is penalized with a 
higher freight rate than that in effect 
from Buffalo to Baltimore and Philadel- 
phia, suffered a diversion of a large part 
of its former grain traffic to those other 
ports. ... The records show that the New 
York railroads handled relatively little 
grain during the summer months and even 
during the winter months transported 
much less than the railroads serving Balti- 
more and Philadelphia. New York is de- 
pendent on the state canal to meet the 
competition of the other ports for export 
grain, and it is reasonable to anticipate 
that if the water service had been avail- 
able, the amount of grain received at New 
York this year would have been much 
greater and possibly equal to that of Phila- 
delphia or Baltimore. As it was, elevators 
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New Double-Deck Icing Dock On Union Pacific 


Completed just in time for the summer rush of perishables, this new Pacific Fruit Express icing 
platform on the Union Pacific’s main line at Laramie, Wyo., can accommodate 85 cars on each side 


simultaneously. 
taneously. ‘he | 
of powdered ice into the car. 


Because of its double-deck construction, cars can be bunker-iced and top-iced simul- 
The latter operation is performed by means of eight large “‘slingers’’? which spray a stream 


he old icing platform, which can handle 78 cars, will also be continued in service, giving the 


combined facility a capacity of 248 cars at one time. 


Some 25 carloads of lumber were required for the new ales platform, together with 5,000 Ib. of 
0 


nails, 5,000 Ib. of bolts and over 71,000 ft. of wiring. 


The platform is equipped with a public address 


system which will expedite the servicing of “reefers”? by relaying to icing crews last-minute changes 


in instructions. 
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and grain handling facilities in New York 
harbor have been practically empty and 
idle most of this year, and ships have been 
unable to secure adequate supplies of grain 
at this port for European destinations.” 


RRs Air Objections 
to Seaway Proposal 
(Continued from page 1224) 


course, does not take into account that a 
“certain amount of tonnage will be exempted 

. nor does it comport with the prin- 
ciple that certain tonnage should be treated 
more favorably than other tonnage. The 
average toll as here calculated, based on 
traffic at maximum utilization, substan- 
tially exceeds the maximum toll which may 
be imposed on any part of it by reason of 
the statutory limitation. These figures sup- 
ply the basis for considerable doubt as to 
the feasibility of making the St. Lawrence 
project self-liquidating by imposition of 
reasonable tolls.” 

In conclusion, Dr. Parmelee asserted that 
for the project to be made self-liqudating, 
the levels of tolls would have to be raised 
to a point “discouraging” to large move- 
ments of traffic. “Certainly,” he com- 
mented, “if this project is to be evaluated 
on a self-liquidating basis, a thorough and 
complete investigation is called for in ad- 
vance of any final decision as to its eco- 
nomic success.” 

In addition to Dr. Parmelee and Senator 
Saltonstall, Republican of Massachusetts, 
others who testified in opposition to the 
measure included representatives of the 
Brotherhood of Railroad Trainmen, the 
National St. Lawrence Project Conference, 
the National Federation of American Ship- 
ping, the Lake Carriers Association, the 
National Frontier Planning Board, the New 
York State Waterways Association, the 
International Longshoremen’s Association, 
the Port of New York Authority, various 
chambers of commerce of the state of New 
York, and the New Orleans, La., Bureau 
of Economics. 

The committee also received a statement 
from J. M. Hood, president of the Amer- 
ican Short Line Railroad Association, in 
which he said that the 311 railroad mem- 
bers of that organization are “unanimously 
opposed” to the use of public funds for the 
seaway project. 


A Pertinent Question—“The objec- 
tion of our rail carriers,” Mr. Hood said, 
“is bottomed upon the principles of pri- 
vate enterprise which have made this 
country great. If power is needed in that 
area, it would seem that private capital 
would only need be assured of a market 
and the possibility of generating the power 
on a competitive cost basis to gladly under- 
take the construction. In any event, since 
it is planned to convey the power generat- 
ing facilities to the state of New York, 
it is suggested that Congress ought to 
confine itself to merely an enabling act and 
avoid the investment of public federal 
funds.” 

Mr. Hood said that 31 of 32 steamship 
operators recently expressed no interest 10 
operating through the St. Lawrence and 
that the other expressed “a rather mild in- 
terest.” “This leads us,” he added, “to the 
myth of the proposal to liquidate the 1 
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vestment through the assessment of tolls. 
Without admitting that tonnage would be 
offered to water carriers in sufficient vol- 
ume to service the debt and provide for 
maintenance and operation, but assuming 
that such could be the case, since oper- 
ators of steamships have expressed no in- 
terest in the waterway proposal . . . there 
obviously could be little revenue collected 
from the imposition of tolls.” 

Noting that the railroads have demon- 
strated their value to the country in times 
of war and peace and that.they operate 
12 months a year, Mr. Hood concluded 
that the “railroad plant” needs the support 
of the nation’s citizens and gayernment “to 
continue to provide the volume and stand- 
ard of transportation needed both for peace- 
time economy and wartime emergencies.” 
“Such a plant is an impossibility when and 
to the extent that public subsidy is provided 
in the interest of competing forms of trans- 
portation,” he contended. 


Steel Shortage May Close 
Pressed Steel Car Plant 


Continued shortage of steel plates has 
forced the Pressed Steel Car Company to 
plan closing its McKees Rocks, Pa., car 
manufacturing plant during July, it has 
been announced by Ernest Murphy, presi- 
dent. The shutdown, he said, will be the 
culmination of months of hand-to-mouth 
operations caused by the lack of plate steel. 
Other types of steel, Mr. Murphy added, 
have been received in sufficient quantity for 
minimum production. 

“The basic cause of our production dif- 
ficulties is the shortage of steel plates, 
which the steel mills are reluctant to de- 
liver in the Pittsburgh district,’ Mr. 
Murphy stated. “We have been allocated 
steel plates equal to only one-half of ,our 
maximum production requirements.” 


New Coal Research Directors 


Officers of Bituminous Coal Research, 
Inc., were reelected June 3 at the annual 
membership meeting at Columbus, Ohio. 
In addition to five directors reelected, two 
new directors were chosen: George 
Dunglinson, Jr., vice-president in charge 
of traffic of the Norfolk & Western, and 
P. B. C. Smith, president of Southern Coal 


Company, Memphis, Tenn. At the meeting | 


and subsequent visits to Battelle Memorial 
Institute to inspect projects under inves- 
tigation, there were a number of addresses 
reviewing the industry’s recent accomplish- 
ments and its program for expanded re- 
search in coal production, distribution and 
utilization. Latest developments in the 
coal-burning gas-turbine locomotive project 
. were reported by John I. Yellott, director 
of research of the B. C. R. development 
committee. 


To Exhibit “Man 0’ War” 


An exhibition tour introducing the 
Central of Georgia’s new streamlined train 
is scheduled to begin with christening 
ceremonies June 18 at the Fort Benning 
infantry school, Columbus, Ga. The train 
will go into service June 24, making two 
round trips daily between Columbus and 
Atlanta. Named “Man o’ War” for the 
famous race horse, the stainless steel 4- 
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Suggests Railway Age for 
Employees; Receives Award 


Under the Illinois Central sug- 
gestion system—whereby employees 
receive cash awards for contributing 
ideas which are judged to be help- 
ful in improving service and effi- 
ciency—a Springfield division em- 
ployee recommended that copies of 
Railway Age, when they have been 
routed to those designated to re- 
ceive them, be placed at “convenient 
locations” for consultation by “rank 
and file’ employees. 

The committee on awards on this 
division, on which labor and manage- 
ment are equally represented, ap- 
proved this suggestion and voted an 
award of $15 to the employee who 
made it. 











car train was built by the Budd Company, 
and is the first complete postwar train 
built at that organization’s Red Lion ( Pa.) 
plant. 

The new train includes a baggage- 
passenger car (with seats for 44 persons), 
two reclining chair cars (each seating 
54) and a tavern-observation car, equipped 
to serve light meals, which seats 36 in 
the tavern section and 20 in the observa- 
tion end. Each car has panorama windows, 
fluorescent lighting, and modern decora- 
tive treatment. 


A. A. R. on Comparative Rail 
and Air Fatality Rates 


“The statement attributed to the Air 
Transport Association that the rate of pas- 
senger fatalities per 100 million miles of 
travel was substantially the same on air 
lines as on railroads during the years 1943- 
1945 is not correct,” said a recent press re- 
lease issued by the Association of Amer- 
ican Railroads. The statement referred to 
by the A. A. R. had been published in con- 
nection with a report of Secretary of Com- 
merce Harriman’s presentation to a Senate 
appropriations subcommittee which was 
considering fiscal 1948 appropriations of 
the Department of Commerce, including 
those of the Civil Aeronautics Adminis- 
tration. 

In urging restoration of reductions made 
by the House in proposed C. A. A. appro- 
priations, Mr. Harriman argued that the 
funds were needed to equip the airways 
with additional safety devices. His argu- 
ment included a statement that “commercial 
air travel is still eight times as dangerous 
as railroad or bus travel.” It was stated at 
the Air Transport Association that no 
statement had been issued there, but that 
a newspaper reporter’s inquiry to the as- 
sociation with respect to the Harriman 
statement had resulted in the giving of in- 
correct information. It was said further 
that the Harriman statement was not dis- 
puted by the association. 

“The passenger fatality rate on railroads, 
even including persons killed in getting on 
and off trains, or falling from trains, as 
well as those killed in collisions, derail- 
ments and other train accidents, was 0.16 
for each 100 million miles traveled in 





1945,” the A. A. R. statement said. “The 
fatality rate on scheduled domestic air lines 
in the same year was 2.17, or more than 
13 times as high. In the three-year period 
referred to, the average annual number of 
passenger fatalities on the railroads was 
0.25 per 100 million miles traveled and on 
the air lines 1.97, or 8 times as many. In 
the year 1946, the latest for which figures 
are available, the rate of passenger fatalities 
on air lines was 7 times as high as on rail- 
roads. These figures are from the reports 
of the Interstate Commerce Commission 
and the Civil Aeronautics Board.” 


Santa Fe “Grand Canyon” on 
Faster Schedule 


On June 8, the “Grand Canyon,” newest 
Diesel-powered streamliner of the Atchison, 
Topeka & Santa Fe, inaugurated a schedule 
of 4834 hr. between Chicago and Los 
Angeles, Cal., and 55%4 hr. between Chicago 
and San Francisco, Cal. Departing from 
Chicago daily at 12:15 p.m., the new train 
arrives the second day at 11 p.m. at 
Williams, Ariz., for the Grand Canyon, 
and at Los Angeles at 11 a.m. the third 
day. Through cars reach San Francisco 
at 5:25 p.m. on the third day. 

The eastbound “Grand Canyon” com- 
pletes its journey from Los Angeles to 
Chicago in 48 hr., and provides one-night 
service from Kansas City, Mo., to New 
York. It departs from the former point 
at 7:30 a.m., with arrival in Chicago at 
3:30 p.m., in time for eastern connections. 
Through cars from San Francisco to Chi- 
cago via the. San Joaquin valley operate 
on a schedule of 53% hr. The train pro- 
vides courier-nurse service. 

The Santa Fe announced that the west- 
bound running time of the daily “Chief,” 
operating between Chicago and Los An- 
geles, has been reduced by 1% hr. to a total 
of 46 hr. 30 min. The train’s eastbound 
running time has been cut to 46 hr., a 
reduction of 59 min. 


State Commissioners Meet at 
Boston July 14-17 


The National Association of Railroad 
and Utilities Commissioners has issued the 
call for its fifty-ninth annual convention 
which will be held at Boston, Mass., July 
14 to 17, inclusive. The list of topics for 
discussion and speakers who have been 
invited to lead the discussions include the 
following : 


Thomas A. Edison and Alexander Graham Bell— 
a Centennial Appraisal, by Ward O. Martin of the 
Louisiana Public Service Commission. 

Carload Traffic Studies, by John L. Nichols of 
the Interstate Commerce Commission. 

Regulated Monopoly and Competition, by Lynn 
H. Ashley of the Wisconsin Public Service Com- 
mission, 

Motor Carrier Revenue and Rates, by Charles 
C. Wine of the Arkansas Public Service Com- 
mission. : 

Warehouse Regulation and the Santa Fe Elevator 
Case, by Harold P. Huls of the California Public 
Utilities Commission. 


Reefer Loads Down in 1946 


Chairman Warren C. Kendall of the Car 
Service Division, Association of American 
Railroads, has called attention to the fact 
that the average load per car of perish- 
able commodities, which move predomi- 
nantly in refrigerator cars, was 21.4 tons 
in 1946—a drop of 0.84 tons from the 1945 
average of 22.24 tons. The comparison 
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was made by the C.S.D. chairman in a 
June 9 circular sent to transportation offi- 
cers of Class I railroads. 

An accompanying statement showed in 
detail the perishable loadings and tons per 
car in 1946. Mr. Kendall noted that the 
principal drop in tons per car occurred in 
dried, cured and smoked meats, packing 
house products NOS, canned food prod- 
ucts NOS, and butter. He suggested that 
this was “principally due to the discon- 
tinuance of shipments moving in substan- 
tial volume for the armed forces as most 
of them show a reduction also in the num- 
ber of cars loaded.” Mr. Kendall added 
that the only commodity that showed a 
good increase [up 1.14 tons per car] was 
potatoes, other than sweet. 


R. B. White Scores Subsidies 


Highways, inland waterways and air- 
ports are built and maintained with public 
moneys, and that is one of the important 
reasons why railroads are finding it so 
difficult to balance income and outgo, Roy 
B. White, president of the Baltimore & 
Ohio, said at the annual industrial progress 
dinner of the Connellsville, Pa., Chamber 
of Commerce on May 29. If railroad 
earnings are not sufficient to sustain their 
credit, pay for needed improvements and 
more and better equipment, and assure a 
fair return on the investors’ money, they 
cannot function effectively, he added. 

The railroad industry does not have, and 
does not seek, subsidies, Mr. White con- 
tinued, nor does it want any monopoly 
in the carrying field. The public should 
have every kind of transportation its pat- 
ronage will support. If the commercial 
and contract carriers of the highways had 
to build and maintain their own rights 
of way, if the inland water carriers had 
to dredge their river channels and build 
their own locks and dams and other navi- 
gational aids, and if the air lines had to 
build and maintain their own airports, 


in the fact that the policy is not applied 
and made effective to all methods of 
transportation, and that because of that 
rail transportation is weakened and its 
service made less efficient than it other- 
wise would be. . . . It is now time this 
outmoded and un-American subsidy prac- 
tice should be discontinued and every 
transportation agency left to stand or fall 
upon its own merits in the field of fair 


play.” 


N. I. T. League Counsel Dislikes 
Trend in I. C. C. Rate Order 


The railroad rate-making policy approved 
by the Supreme Court on May 12 will 
“raise havoc with the nation’s rate struc- 
ture and quite possibly with the industrial 
set-up, if persisted in to the limit,” John S. 
Burchmore, counsel for the National In- 
dustrial Traffic League, declared in an 
address before members of the Chicago 
Association of Commerce and Industry in 
that city on June 3. The court’s decision 
(see Railway Age of May 17, page 1050) 
upheld an order of the Interstate Com- 
merce Commission designed to bring “equal- 
ity” between railroad class rates in the 
South and West and those in the northern 
and eastern part of the country. 

The speaker asserted that the I.C.C. 
“unduly emphasized conjectural  social- 
political considerations and matters of .. . 
planned economy” in ordering the rate 
equalization. There was only a “trace of 
testimony, by no means substantial evidence, 
for finding the present basis of rates gen- 
erally unlawful,” he stated. 

“There seems the gravest danger that 
this decision, not so important in its pres- 
ent immediate effect, may prove the land- 
mark for a new era of administrative ac- 
tion where freight rates will be judged 
primarily as to their effects upon commerce 
and industry,” Mr. Burchmore continued. 
“Freight rates will be prescribed and re- 
vised with regard to social-economics or 
what may be called political effects rather 














Freight Car Loadings 


Loadings of revenue freight for the week 
ended June 7 totaled 900,747, the Associa- 
tion of American Railroads announced on 
June 12. This was an increase of 70,364 
cars, or 8.5 per cent, above the previous 
week (which included the Decoration Day 
holiday), an increase of 70,619 cars, or 
8.5 per cent, above the corresponding week 
last year, and an increase of 16,089 cars, 
or 1.8 per cent, above the comparable 1945 
week. 

Loading of revenue freight for the week 
ended May 31 totaled 830,383 cars, and the 
summary for that week as compiled by the 
Car Service Division, A. A. R., follows: 


bs s . 
Revenue Freight Car Loading 
For the Week Ended Saturday, May 31 

















District 1947 1946 1945 
Eastern ....... 152,091 123,601 151,699 
Allegheny ..... 177,088 109,681 183,623 
Pocahontas .... 66,377 24,107 53,677 
Southern ...... 127,999 110,370 126,265 
Northwestern .. 126,313 95,222 122,519 
Central Western 119,584 107,488 125,359 
Southwestern .. 60,931 56,416 74,744 
Total Western 

Districts .... 306,828 259,126 322,622 
Total All Roads 830,383 626,885 837,886 

Commodities: 

Grain and grain 

products 39,764 39,303 48,513 
Livestock ..... 11,008 13,445 12,850 
aa 175,858 61,791 160,923 
eee 707 4,748 14,762 
Forest products 43,127 41,810 43,617 
Le eae 80,560 37,400 72,309 
Merchandise l.c.l. 105,239 107,515 100,856 
Miscellaneous . . 361,120 320,873 384,056 
Rey eee 830,383 626,885 837,886 
May 2s oink sss 890,605 571,473 882,753 
NE re 888,208 688,210 868,914 
OS | ee 884,242 684,942 838,764 
A eee 882,684 671,311 866,034 
Cumulative total, 

22 weeks .... 18,127,084 15,579,849 17,749,916 


In Canada.—Car loadings for the week 
ended May 31 totaled 81,154 cars, as com- 
pared to 71,132 cars for the previous week 
and 66,317 cars for the corresponding week 
last year, according to the compilation of 
the Dominion Bureau of Statistics. 
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Proposed Labor Act 
Goes to President 


Excludes railroad labor real- 
tions, but would affect some 
activities of unions 


Employers, employees and_labor-rela- 
tions matters subject to the Railway Labor 
Act are generally excluded from the scope 
of the proposed “Labor-Management Re- 
lations Act, 1947,” the so-called Taft-Hart- 
ley bill, which at this writing was at the 
White House awaiting action by President 
Truman. Congressional action on the meas- 
ure (H. R. 3020) was completed June 6 
when the conference report reconciling 
differing Senate and House versions was 
adopted by the Senate after having been 
approved by the House on June 4. 

The Senate and House bills out of which 
the compromise came were sponsored, re- 
spectively, by Senator Taft, Republican of 
Ohio, who is chairman of the Senate Com- 
mittee on labor and public welfare, and 
Representative Hartley, Republican of 
New Jersey, who is chairman of the House 
committee on education and labor. The 
House adopted the conference report by 
a vote of 320 to 79 while the Senate’s vote 
was 54 to 17. 

While they seem to exclude all railroad 
labor-relations activities, the exemption 
provisions would not leave all activities of 
the railroad labor organizations outside 
the scope of the legislation. For example, 
the proposed act would apply to members 
of such organizations who may be engaged 
in employment not covered by the Rail- 
way Labor Act; and thus, presumably, the 
unions would be brought under the act 
insofar as they represent such employees. 
Also, the provisions which prohibit political 
contributions by labor organizations would 
he applicable to the railroad labor unions. 


Brotherhoods in Opposition — The 
latter have joined other unions in opposi- 
tion to the measure, a recent issue of 
“Labor” having explained their stand in 
this way: “Railroad unions are only par- 
tially exempted, but even if they were total- 
ly exempted, that would not alter the at- 
titude of these unions. They are part eof 
the American Labor Movement and they 
will not stand by with folded hands while 
the National Association of Manufacturers 
and other bitter-end foes of labor attempt 
to put over legislation designed to cripple 
and, if possible, to destroy trade unionism.” 
_ The proposed act opens with a declara- 
tion of. policy and then proceeds in its 
Title I to make a comprehensive revision 
of the National Labor Relations Act, the 
general undertaking being to put that act’s 
Provisions on what the sponsors regard 
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Court Refuses to Rehear 
Class-Rate Case 


The Supreme Court of the United 
States on June 9 denied petitions 
for rehearing of the so-called class- 
rate case. The petitions were filed 
by a group of nérthern states headed 
by New York and the governors of 
the six New England states after 
the court’s May 12 decision had up- 
held the Interstate Commerce Com- 
mission’s interim order in the No. 
28300 .investigation of the class-rate 
structure. 

As noted in Railway Age of May 
24, page 1077, where the court’s deci- 
sion was reported, the approved 
commission order of May 15, 1945, 
requires a general increase of 10 
per cent in class rates applicable 
within Official territory and a gen- 
eral decrease of 10 per cent in class 
rates applicable within and between 
Southern, Western Trunk Line, and 
Southwestern territories and between 
those territories on the one hand 
and Official territory on the other. 

With the denial of the petitions for 
rehearing, the Supreme Court’s 
mandate will be issued to vacate the 
lower-court injunction which has 
stayed the interim adjustment. Mean- 
while, however, there is yet no indi- 
cation as to when the adjustment 
will become effective or what modi- 
fications, if any, may be made by 
the commission in view of other rate 
changes since the injunction was is- 
sed in December, 1945. At that time 
the tariffs which had been filed to 
make the interim adjustment were 
postponed until “further order of 
the commission.” 











as a more equitable basis as between labor 
and management. Matters subject to the 
Railway Labor Act are excluded from the 
scope of the present National Labor Rela- 
tions Act, and the proposed revision car- 
ries forward such exemptions in its defini- 
tions of the terms “employer” and “em- 
ployee.” 

Title II sets up new machinery for the 
mediation of labor disputes, including pro- 
visions for injunctions to stay strikes 
which threaten to bring “national emerg- 
encies” until specified mediatory procedures 
have run their course. Here again there 
is a specific exemption, it being stipulated 
that “the proxisions of this title shall not 
be applicable with respect to any matter 
which is subject to the provisions of the 
Railway Labor Act, as amended from time 
to time.” 

(Continued on page 1231) 


Per Diem “Bagatelle,” 
Johnson Tells Caucus 


Car output depends upon steel 
companies, builders to coop- 
erate, O. D. T. head says 


Describing the present per diem charge 
of $1.25 as a “bagatelle,” Colonel J. Mon- 
roe Johnson, director of the Office of De- 
fense Transportation, last week predicted 
that an increase to $2 or $3 would boost 
the number of freight cars on line by 
approximately 60,000 units. Appearing 
before the executive committee of the so- 
called “western states caucus,” which is 
investigating the alleged discrimination 
against the West with respect to freight 
car distribution, Colonel Johnson again 
advocated legislation which would author- 
ize the Interstate Commerce Commission 
to increase the per diem in times of 
emergency to a rate which would be enough 
to make a railroad use a car and then 
get rid of it.” 


Praise for Kendall—Declaring that the 
West is receiving its “fair share of cars” 
and that “it will continue to get more,” 
Colonel Johnson told the caucus that the 
“honest, honorable and experienced” W. C. 
Kendall, chairman of the Car Service 
Division of the Association of American 
Railroads, and agent for the I. C. C. in 
car service matters, “placed second to 
no one” in fighting the battle of the car 
shortages. At the same time, he praised 
the efforts of the A. A. R., the National 
Industrial Traffic League and the Shippers’ 
Advisory Boards, among other organiza- 
tions and individuals, adding that the 
A. A. R., in particular, has proven to be 
“efficient and successful” in helping the 
nation, especially during wartime, to cope 
with its rail transportation problems. 

Colonel Johnson said that the anticipat- 
ed output of 10,000 new freight cars 
monthly by August or September depends 
upon the delivery by steel producers of 
steel to the car builders, and, in turn, upon 
more cooperation instead of “competition” 
among the builders. He said that some 
car builders have an over-supply of cer- 
tain materials essential to the construction 
of new cars which could be used by other 
builders. 

According to Colonel Johnson, the com- 
paratively small output of new freight 
cars, which, he said, totaled approximate- 
ly 4,000 units in May, also can be attrib- 
uted to the export of steel. He contended 
that the United States was exporting 
more steel than any other commodity “in 
spite of the great shortages here.” At 

(Continued on page 1232) 
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ApprovesRevampPlan 
for Wisconsin Central 


Equity holders out; capitaliz- 
ation cut from $71,151,- 
200 to $46,840,600 


Division 4 of the Interstate Commerce 
Commission has approved a plan of re- 
organization for the Wisconsin Central 
under which the preferred and common 
stockholders would be wiped out, the 
capitalization being reduced from $71,151,- 
200 (exclusive of about $20,253,720 accrued 
and unpaid interest on debt) to approxi- 
mately $46,840,600. Fixed-interest charges 
will be reduced from $1,850,360 per year 
to $9,840, while there will be contingent- 
interest charges of $980,170 and sinking- 
fund charges of $115,748. 

The approved capitalization and charges 
are shown in the table. 


necessary to effectuate a new or modified 
agreement.” 

The approved plan’s arrangements for 
the distribution of the new securities pro- 
vide that holders of the debtor’s first gen- 
eral mortgage bonds will receive, for each 
$1,000 principal amount of such holdings, 
$240 in cash, $500 in first mortgage bonds, 
and $500 in general mortgage bonds. 
Holders of Superior & Duluth division 
and terminal mortgage bonds will receive 
$150 in general mortgage bonds and $850 
in common stock. Holders of first and 
refunding 4 per cent bonds will receive 
$100 in general mortgage bonds and $1,000 
in common stock. Holders of first and 
refunding 5 per cent bonds will receive 
$100 in general mortgage bonds and $1,150 
in common stock. A footnote in the report 
says that the Canadian Pacific holds 
$8,400,000 of the old first and refunding 
bonds. 

Aside from wiping out the equity hold- 
ers, the approved plan makes no pro- 








Annual 
Amount Requirements 

Marshfield & South Eastern first-mortgage 4 per cent bonds ........ . $ 246,000 $ 9,840 

First mortgage 4 per cent 50-year income bonds .................... 10,098,500 403,940 

General mortgage 414 per cent 75-year income bonds ............... 12,805,100 576,230 

ED ee cre, cc Sa cian ae sana tani SSabis ose} cee 115,748 

NS heed RR Se OL ee a kee $23,149,600 $1,105,758 
SoA N Cd DOr WRIUE) 255 ios 6d coset haubinrs cPeiwe enc 23,691,000 
With CORERERINM LS... ssa bunioap Sh hieek Genes guescaes eke $46,840,600 


One Issue Undisturbed—As indicated 
above, the remaining fixed charges of 
$9,840 are comprised of interest on the 
Marshfield & South Eastern bonds, which 
are left undisturbed. Holders of such 
bonds, however, are offered the privilege 
of exchanging them par for par for an 
equivalent face amount of the new first- 
mortgage bonds. The latter will bear 
contingent interest, which will be fully 
cumulative. The general mortgage bonds 
will also bear contingent interest, cumu- 
lative up to a maximum of 13% per cent. 
The no-par common stock will have a 
stated value of $100 per share. 

The sinking fund for retirement of bonds 
will be payable out of available net income, 
after payment of interest on the respec- 
tive issues. In each instance the sinking- 
fund payment, when income is available, 
is to be at the rate of 0.5 per cent of the 
maximum principal amount of bonds at 
any time outstanding. Property replace- 
ment funds, one for equipment and one 
for fixed property, will be created, so that 
the new company in the future can make 
property replacements out of earnings 
(charged out currently as depreciation), 
with cash earmarked for that purpose. 


Soo Line to Operate—The Minneap- 
olis, St. Paul & Sault Ste. Marie, which 
holds about 38 per cent of the capital 
stock to be wiped out, has been operating 
the W. C. properties under an agreement 
which supplanted a lease and agreement in 
effect prior to the bankruptcy. The re- 
organization plan contemplates continued 
operation by the Soo. “The reorganiza- 
tion managers,’ the commission’s report 
says, “shall adopt the existing operating 
agreement between the debtor and the 
Soo, or cause the reorganized company to 
enter into such negotiations as may be 
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vision for the debtor’s general creditors 
or holders of claims entitled to priority 
over general creditors but not over holders 
of the old bonds. With respect to the 
effective date of the plan, the commission’s 
order provides that the claims of creditors 
shall be capitalized in the new securities as 
of July 1, 1947—“unless, in the judgment 
of the reorganization managers, such date 
is too remote from the consummation date, 
in which event they may recompute the 
claims to the nearest practicable approxi- 
mation of the consummation date.” 


I. C. Act Amendment 


Representative Andrews, Democrat of 
Alabama, has introduced H.R. 3730 to 
amend section 20(12) of the Interstate 
Commerce Act which relates to recourse by 
an initial or delivering carrier against a 
carrier on whose line loss of, or damage 
to, property is sustained. The present law 
provides that the initial or delivering car- 
rier shall be entitled to recover the amount 
of the loss; and the amendment would 
provide that it could recover also “the 
amount of any expense reasonably incurred 
by it in defending any action at law brought 
by owners of such property.” 


Bus Fare Hearings 


Further changes have been made by the 
Interstate Commerce Commission in the 
schedule of forthcoming hearings in con- 
nection with the No. MC-C-50 investiga- 
tion of bus fares. This latest revision 
changes the schedule published in Railway 
Age of May 31, page 1143; it postponed 
the Washington, D. C., hearing from July 
11 until July 18, and the Boston, Mass., 
hearing from July 14 until July 21. 


Urge Rehabilitation, 
Sale of Barge Lines 


Disposal of waterways system 
proposed by House small 
business committee 


Immediate rehabilitation and sale of the 
Federal Barge Lines, operated by the 
government-owned Inland Waterways Cor- 
poration, to private operators and dis- 
posal “as quickly as possible” of the 
F. B. L.’s Warrior River unit are called 
for in recommendations submitted to Con- 
gress by the so-called select committee 
on small business of the House of Repre- 
sentatives. The committee’s findings are 
the result of intensive hearings concluded 
in Washington, D. C., in May on the 
proposed continuation of government oper- 
ation of the F. B. L. 

As noted in Railway Age of May 17, 
page 1050, Dr. Julius H. Parmelee, direc- 
tor of the Bureau of Railway Economics 
of the Association of American Railroads, 
testified before the committee that the 
government should “dispose of the barge 
line as rapidly as possible, but in any 
event should completely liquidate its oper- 
ation.” Another railroad witness, J. Carter 
Fort, vice president and general counsel 
of the A. A. R., recommended that the 
F. B. L. be sold to the “best advantages 
of the government,” while rehabilitation 
before disposal of the F. B. L. was urged 
by Captain A. C. Ingersoll, president of 
the I. W. C. 


Warrior Unit a Flop—With respect 
to the Warrior River unit, a majority 
of the committee recommended that “no 
further funds should be expended to re- 
habilitate or further develop” that divi- 
sion, which, they asserted, “has not met 
its operating costs in any one year and 
which has been unsuccessful from the be- 
ginning.” Two Democratic members of 
the committee, Representatives Kefauver 
of Tennessee and Jackson of Washington, 
contended, however, that the Warrior unit 
should be retained to “pioneer new river 
traffic and to establish favorable rates.” 
They also favored operation by the F. B. L. 
on the Tennessee river. 

According to the committee’s report, re- 
habilitation of the F. B. L. would require 
an appropriation of approximately $17 
million, including $1 million for a new 
type demonstration unit of a proposed in- 
tegrated tow. Advocates of the tow main- 
tain that its use would cut the operating 
costs of the F. B. L. by an estimated 60 
per cent. 

The report also recommended the estab- 
lishment of a commission—consisting of 
one senator, one representative, a member 
of the Interstate Commerce Commission 
and the president of the I. W. C.—to 
expedite the “prompt sale” of the lines. 
At the same time, it recommended that the 
statutory prerequisites to the sale or lease 
of the F. B. L.*should be “substantially 
modified” by amendment of the Interstate 
Commerce Act. It specifically urged the 
rescission of the requirement that the 
Secretary of Commerce first make a find- 
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ing that navigable channels and adequate 
terminal facilities are substantially avail- 
able together with the requirement that 
the I. C. C. first report to the Secretary 
of Commerce that joint tariffs with rail 
carriers have been published and filed. 


To Make a Sale Easier—Another rec- 
ommendation favored elimination of the 
requirement that any purchaser or lessor 
of the F. B. L. agree to continue the fa- 
cilities “in the common carrier service in 
a manner substantially similar to the serv- 
ice rendered by the corporation.” Com- 
mittee members held that if the municipali- 
ties, civic associations, shippers and re- 
ceivers are interested sufficiently to “take 
the lead” in promoting the organization of 
a corporation to purchase the F. B. L., 
“there is no need for such a requirement 
since they will have a vital interest in 
seeing to it that this service is main- 
tained.” They added that they were “very 
much” is doubt that “any prudent business- 
man would purchase the barge lines sub- 
ject to any such condition even though he 
sincerely intended to render the same type 
of service.” In this connection, the report 
noted that the “preponderance of testi- 
mony” by those who would be affected 
most by the liquidation of the barge lines 
has been to the effect that “the govern- 
ment should get out of the barge business, 
but not until a similar type service is 
provided by private enterprise.” 

The committee unanimously agreed that 
the main unit of the barge line—the 
Mississippi route, which, it said, showed 
an overall net operating income of $803,000 
as of January 1—should be sold in one 
unit as a going concern. The report said 
that discontinuance at this time would 
result in “writing off a large part” of the 
investment of “millions of dollars” spent 
by the government to establish this com- 
mon carrier barge service and the “public 
benefits of the service as a total -loss.” 


Big. Shippers Would Gain—tThe re- 
port said that “small business would be 
driven from the river” if the F. B. L. 
discontinued service at this time. It added 
that the benefits of river transportation 
would be restricted to a “comparatively 
few large shippers of bulk freight in 
barge load quantities” and that, in effect, 
river transportation would then be avail- 
able only to shippers of coal, steel, grain, 
sulphur, oil and,a few other bulk com- 
modities. 

According to the report, the F. B. L,, 
particularly the Mississippi unit, should 
be rehabilitated because “they have gone 
along with obsolescent equipment and an- 
tiquated methods in the face of rising 
labor and maintenance costs.” It said that 
little thought was given to better manage- 
ment personnel, new methods and new 
types of floating equipment until the situ- 
ation “took on the proportions of a first 
class emergency,” adding that “political 
considerations and outside pressures also 
appear to have contributed to the situa- 
tion.” 

The committee conceded that although 
“several million dollars” for complete re- 
habilitation is a large sum of money, it 
“takes on a different perspective’ when 
considered from the “profit and loss” point 
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of view. It added that “the expenditure 
will be well justified” if the F. B. L. can 
convert its present annual deficit into a 
“substantial” annual profit, as forecast. 
It said that in view of the “millions al- 
ready spent” in physically improving the 
rivers to make them fit for navigation, the 
additional funds needed to further pioneer 
river transportation should be made avail- 
able and “will certainly make the barge 
lines saleable as a going concern,” adding 
that the sale of the F. B. L. need not 
wait until “complete rehabilitation.” 


Proposed Labor Act 


Goes to President 
(Continued from page 1229) 


Scope of Exemptions—Title III em- 
bodies various provisions, including one 
authorizing suits by or against labor or- 
ganizations for violation of contract, and 
others restricting payments by employers 
to employee representatives and outlaw- 
ing “boycotts and other unlawful combi- 
nations.” While this title contains no spe- 
cific exemption with respect to matters 
covered by the Railway Labor Act, there 
is in Title V a general “definitions” sec- 
tion which provides that various terms, 
including those of “employer” and “em- 
ployee,” when used in “this act,” shall 
have “the same meaning as when used in 
the National Labor Relations Act, as 
amended by this act.” 

Meanwhile, however, Title III’s provi- 
sions with respect to restrictions on po- 
litical contributions are proposed amend- 
ments to the Federal Corrupt Practices 
Act. They would make it unlawful for 
“any labor organization” to make a con- 
tribution or expenditure “in connection 
with any election at which Presidential 
and Vice-Presidential electors or a senator 
or a representative in, or a delegate or 
resident commissioner to Congress are to 
be voted for, or in connection with any 
primary election or political convention or 
caucus held to select candidates for any 
of the foregoing offices. ... ” 

That the bill’s sponsors regard the fore- 
going as applicable to railroad labor or- 
ganizations was brought out in the June 
5 Senate debate on ‘the conference report. 
Senator Pepper, Democrat of Florida, 
asked Senator Taft this question: “Would 
the newspaper called Labor, which is pub- 
lished by the Railway Labor Executives, 
be permitted to put out a special edition 
of the paper, for example, in support of 
President Truman, if he should be the 
Democratic candidate for the Presidency 
next year, and in opposition to the senator 
from Ohio, if he should be the Republican 
nominee for the Presidency, stating that 
President Truman was a friend of labor 
and that the senator from Ohio was not 
friendly to labor? Would that be called 
a political expenditure on the part of the 
labor organization?” 


What ‘Labor’ Can’t Do—Mr. Taft re- 
plied as follows: “If it were supported by 
union funds contributed by union members 
as union dues it would be a violation of 
the law, yes. It is exactly as if a railroad 
itself, using its stockholders’ funds, pub- 
lished such an advertisement in the news- 
paper supporting one candidate as against 





another. If the paper called Labor is oper- 
ated independently, if it derives its money 
from its subscribers, then of course there 
would be no violation. The prohibition is 
against a labor organization using its funds 
either as a contribution to a political cam- 
paign or as a direct expenditure of funds 
on its own behalf.” 

In further discussion of the matter with 
Mr. Pepper, Senator Taft denied that the 
provision abridged freedom of the press. 
“We have,” he added, “long prohibited 
corporations from contributing monéy to 
political campaigns. The conference report 
simply writes into the corporation provi- 
sion a similar provision affecting labor 
organizations.” 

The Senate debate also pointed up the 
sponsors’ purpose to exempt from the bill 
all matters subject to the Railway Labor 
Act. A discussion of that phase arose on 
June 6 between Senator McGrath, Demo- 
crat of Rhode Island, and Senator Ives, 
Republican of New York. The latter, who 
was a member of the conference commit- 
tee that framed the final version, said that 
“the Railway Labor Act is outside the 
purview of this bill.” Senator Taft also 
entered the discussion to make this ob- 
servation: “I want to point out that rail- 
way labor has never been covered by the 
Wagner Act; it has always been covered 
by the Railway Labor Act, which provides 
a somewhat different procedure. We asw 
no reason to change that situation, because 
there were no abuses which had arisen in 
connection with the operation of the Rail- 
way Labor Act. In general, we confined 
our amendments to the bill to acts which, 
from evidence before the committee, were 
specifically shown to be abuses.” 

Provisions of the bill, in addition to 
those mentioned above, include a section 
making it unlawful for federal government 
employes to strike; and Title IV which 
creates a joint congressional committee to 
study and report on “basic problems af- 
fecting friendly labor relations and pro- 
ductivity.” 

Presumably, that study could cover labor 
relations in the railroad field, for the com- 
mittee’s assignment would call for an in- 
vestigation “of the entire field of labor- 
management relations.” 


Probes of C. & D. Allowances 
Instituted by I. C. C. 


Investigations have been instituted by 
the Interstate Commerce Commission into 
allowances paid by railroads, motor car- 
riers, and freight forwarders to persons per- 
forming pick-up and delivery service or 
transporting l.c.l. and less-than-truckload 
freight between stations at Kansas City, 
Mo.-Kan., Minneapolis, Minn., and St. 
Paul Seattle, Wash., and Portland, Ore. 
The inquiries will be for the purpose of 
determining whether such allowances paid 
to warehousemen, pool car distributors, and 
shippers are in excess of amounts provided 
in tariffs and thus in violation of the In- 
terstate Commerce Act. 

All four proceedings have been assigned 
for hearing before Examiner Burton Fuller. 
The docket numbers and hearing dates are 
as follows: Kansas City, No. 29762, July 
14 at the Hotel President, Kansas City, 
Mo.; Twin Cities, No. 29763, July 23, 
U.S. Court House, Minneapolis; Seattle, 
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No. 29764, August 4, Olympic Hotel, 
Seattle; Portland, No. 29765, August 11, 
Hotel Multhomah, Portland. 


Per Diem “Bagatelle,” 
Johnson Tells Caucus 
(Continued from page 1229) 


the same time, however, he predicted that, 
despite increased loadings and less cars, 
“we'll be better off in 1947 than in 1946.” 


Eight Years to Catch Up—Asserting 
that the railroads need 300,000 new freight 
cars, including 100,000 new box cars im- 
mediately, Colonel Johnson said that it 
will take at least eight years to thus in- 
crease the supply, considering the present 
rate of retirement. Observing that ap- 
proximately 6,000 cars were retired in 
March as compared to an output of about 
4,000, Colonel Johnson said that if the 
railroads received 300,000 new cars in one 
shipment, they would retire 150,000 “the 
next day.” “Cars are being retired faster 
than they are being built,” he continued, 
“and still not enough are being retired.” 

After reviewing efforts of the O. D. T. 
and others to procure more steel for car 
production through White House and 
Civilian Production Administration chan- 
nels, Colonel Johnson told the caucus that 
the railroads should continually have at 
least 125,000 new cars on order to offset 
those being retired. “The railroads should 
be made to serve the public under the 
language of the Transportation Act,” he 
added. “Many lines, both East and West, 
do not own any cars at all. All railroads 
should have some cars to contribute to a 
pool and meet emergencies, such as the 
present. The commission has the power 
to make a railroad own sufficient cars, but 
that would take many years to accom- 
plish.” 


Colonel Johnson said that he thought the 
present distribution of freight cars was 
“equitable.” “It’s better than I thought 
it would be,” he said, adding that “it’s 
as good as human beings can arrange.” 
Noting that the percentage of cars on line 
‘to ownership on the Atchison, Topeka & 
Santa Fe had recently increased from ap- 
proximately 80 per cent to 95 per cent, 
Colonel Johnson expressed the opinion 
that the demands of complaining western 
carriers were being satisfied. “We'll call it 
coincidental,” Representative King, Demo- 
crat of California, chairman of the caucus, 
interjected. “The railroads seem to do 
as they damn please without listening to 
the Interstate Commerce Commission and 
others.” 


Not Inspiring Clark—Questioned re- 
garding a letter he sent in March, 1946, 
to the White House and members of the 
cabinet in which he allegedly asserted that 
“something sinister” in the form of a 
“national scandal” was pending, Colonel 
Johnson stated that the communication 
pertained to the proposed financing by the 
Reconstruction Finance Corporation of 
50,000 box cars for delivery last December. 
Colonel Johnson said that there would 
have been no “freight car shortage today” 
if those plans had been consummated. At 
the same time, he emphatically denied that 
the letter had any connection with the 
recent announcement by Attorney General 
Clark of an investigation of the railway car 
building industry, as noted in Railway Age 
of June 7, page 1181. 

Among other developments at the 
caucus session was the assertion by Repre- 
sentative King that the I. C. C. should 
ask Attorney General Clark for an opinion 
as to whether or not the commission has 
the authority to increase per diem. Colonel 





Suggested Development at the Canadian National’s Central Station at Montreal, Que. 


The architect’s sketch shows (left) the International Aviation building; (center) the proposed 


administrative headquarters building of the C.N. 
ways hotel. 


building will house on its ground floor the air lines termina 


R, and (right) the proposed Canadian National Rail- 
Intercommunication between all buildings and with the station is planned. The aviation 


1, where space will be rented to the various 


commercial lines. The railroad office building will provide 350,000 sq. ft. of office space for the 
various departments of the C.N.R_ in the form of a tower 65-ft. wide, 228-ft. long and 27 stories in 
height. It is proposed that in its initial stage the hotel will have 700 rooms, but the building will be 


so planned that the number can be increased to 1,000 
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Johnson intimated, however, that the com- 
mission had no such authority. 

The O. D. T. director, in replying to a 
charge by Mr. King that circuitous rout- 
ing also was responsible for the car short- 
age, explained that shippers, and not car- 
riers, are responsible for routings. “Ship- 
pers can route their freight over any line 
where a rate is applicable,” he said. 

Colonel Johnson also took the oppor- 
tunity to express his support of S. 110, 
the so-called Reed Bulwinkle bill, which 
would stay the operation of anti-trust laws 
with respect to carrier rate-making pro- 
cedures and other joint actions approved 
by the I. C. C. He said that great con- 
fusion would exist in the absence of joint 
conferences and rates. “The railroads,” he 
added, “should be exempt from the anti- 
trust laws. I can’t see how the Depart- 
ment of Justice can run the railroads.” 

Colonel Johnson also informed the 
caucus that (1) 189,914 empty box cars 
were delivered through western gateways 
in May, as compared to 152,333 in April, 
110,122 in March, 76,408 in February and 
40,945 in January; (2) 12,983 empty grain 
box and converted grain-carrying cars 
were assembled in western grain territory 
as of May 28, as compared with 5,328 on 
the same 1946 date; (3) average daily net 
shortages of all railroad-owned freight 
cars for the week ended May 17 totaled 
9,363, as compared with 10,843 for the pre- 
ceding week; and (4) actual turn-around 
time of all types of equipment for April 
was 14.6 days, as compared with 14.2 days 
in March. 

He also produced other exhibits which 
showed that (1) the Eastern districts 
were short 3,496 box cars and the western 
districts short 545 cars as of May 17; 
(2) turn-around time on six selected west- 
ern roads for the first 17 weeks of 1947 
totaled 13.7 days, as compared with 12.9 
days for six selected eastern roads during 
the same period, with the times loaded for 
each car being 8.7 and 9.2, respectively; 
and (3) 1,459,194 more cars were loaded 
during the first 19 weeks of 1947 than in 
the same 1941 period, at which time there 
were 109,550 more freight cars available. 

Commenting briefly on the condition of 
Dassenger equipment, Colonel Johnson 
stated that “more trains on the roads” and 
particularly the insufficient supply of rail 
for repairs and replacements, rather than 
inferior equipment, were responsible for re- 
cent train wrecks. As noted in Railway 
Age of May 31, page 1136, Colonel John- 
son recently addressed the board of direc- 
tors of the A. A. R. with respect to the rail 
supply. 


Complaining Western Lines Ask 
General Per Diem Probe 


A general Interstate Commerce Commis- 
sion investigation into the reasonableness of 
per diem charges between all carriers, both 
in periods of car shortage and in normal 
periods, is now sought by the six western 
roads which recently filed with the commis- 
sion a complaint alleging that the present 
per diem rate is inadequate. The rate was 
$1.15 per day when the original complaint 
was filed (see Railway Age of May 3!, 
page 1143), but it became $1.25 on June 1. 


Railway Age—June 14, 1947 














The complaining railroads are the Atchi- 
son, Topeka & Santa Fe, Chicago, Burling- 
ton & Quincy, Illinois Central, Denver & 
Rio Grande Western, Great Northern, and 
Northern Pacific. Their petition for a 
broadening of the complaint proceeding 
(No. 29751) into a general commission in- 
vestigation asserts that there is “at least 
the possibility” of a contention being made 
that the commission, in dealing with the 
complaint, would be limited to the fixing 
of reasonable charges to be paid to com- 
plainants for use of their cars. 

Thus the broadening is sought in order 
to remove “any possible doubt” as to the 
jurisdiction of the commission to fix a uni- 
form per diem rate applicable throughout 
the country, and to avoid«he possibility of 


_ “delaying litigation.” 


Would Let Carrier Officers Have 
Interest in Forwarders 


Representative Lea, Democrat of Califor- 
nia, has introduced H.R. 3692 to amend 
the Interstate Commerce Act’s section 
411(c) so as to provide that the prohibition 
against ownership by carrier officers, di- 
rectors or employees of any interest. in 
freight forwarders shall not apply. in cases 
where such ownership is approved by the 
Interstate Commerce Commission. The 
commission recommended such an amend- 
ment in its latest annual report. 


Parmelee Advocates Express 
Rate Increase 


Testimony by Dr. Julius H. Parmelee, 
director of the Bureau of Railway Eco- 
nomics of the Association of American 
Railroads, and W. A. Benson, vice-presi- 
dent, accounting, of the Railway Express 
Agency, marked the opening in Wash- 
ington, D. C., this week of hearings be- 
fore the Interstate Commerce Commission 
on the R. E. A.’s petition for additional 
rate increases, which it is estimated would 
yield approximately $70 million a year, 
to provide what the R. E. A. describes as 
adequate compensation for services per- 
formed by the railroads in transporting 
express traffic. Commissioner Splawn is 
presiding over the further hearings in the 
Ex Parte No. 163 proceeding, wherein the 
commission has already approved increases 
for the R. E. A. for a one-year period 
from last December 13, calculated to 
produce $58,900,000 in additional annual 
revenue, 

According to Dr. Parmelee, the rail- 
roads this year “seem likely” to handle 
the greatest freight traffic volume in any 
peacetime year in their history. “Their 
passenger traffic volume will apparently be 
the second-best in any peacetime year, 
being surpassed only by the volume at- 
tained in 1946,” he said, in urging com- 
mission approval of the R. E. A. petition. 
“Their operating revenues should far ex- 
ceed those of any prior peacetime year. 
Despite these favorable factors, their net 
earnings seem likely to produce a return 
on net investment of not more than 3%4 
Per cent, which is inadequate . . . when 
measured against the background of the 
heavy traffic volumes anticipated for the 
balance of the year. If no greater rate 
can be earned on these volumes, what 
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will the. almost certainly smaller volumes 
of the future produce?” 

Prospect Not “Promising”—Dr. Par- 
melee said that the prospective situation, 
when considered from the viewpoint of 
railroad traffic and earnings as a whole, 
is not promising. “It is even less promis- 
ing in relation to the passenger service, 
including passenger, mail, express and 
other related operations,” he testified. 
“Here, a large operating deficit after 
taxes is indicated for 1947, perhaps the 
greatest in history. All of these pros- 
pects are predicated on the assumption 
that no further increases are to be ex- 
perienced by the railroads this year in 
the already existing high levels of wage 
rates and material prices.” 

The A. A. R. vice-president said that 
despite a decrease of 35.6 per cent in ex- 
press revenues in 1946, as compared with 
the peak reached during the war, express 
service traffic volume actually increased 
although the revenue received by the rail- 
roads from the R. E. A. declined by more 
than one-third below 1945. “This was 
due, of course, to the sharp rise in operat- 
ing costs incurred by the R. E. A. in 
recent years,” he said. 

Exhibits introduced by Dr. Parmelee in- 
dicated that the railroads’ rate of return 
on net investment declined from 6.30 per 
cent in 1942 to 2.74 per cent in 1946 and 
that their net income declined from $901,- 
700,000 in 1942 to $287,700,000 in 1946. 
At the same time, he said that three wage 
increases since 1940, together with pay- 
roll taxes, are costing the railroads close 
to $1,500,000,000 annually at present, in 
addition to vacation grants representing an 
increased cost to the railroads of $75,000,- 
000 a year. 

Dr. Parmelee testified that the actual 
operating expenses and payroll taxes of 
the Class I roads in 1946 amounted to 
$6,611,777,000, or $320,000,000 less than 
wage rates, unit prices and payroll tax 
rates prevailing at the beginning of 1947. 
He said that, on the basis of 1946 opera- 
tions, the railroads encountered between 
1940 and the beginning of 1947 increased 
annual costs reaching the “staggering 
total” of $2,220,000,000, or 47.1 per cent. 


Loss of Working Capital—The wit- 
ness said that the net working capital of 
the Class I roads declined 29 per cent 
from $1,657,000,000 to $1,177,000,000 at 
the end of 1945 to the end of March, 1947, 
and that the first four months of 1947 
showed increases of $296,000,000 in oper- 
ating revenues, $183,000,000 in expenses, 
taxes and net operating rents, and $111,- 
000,000 in net railway operating income. 
He testified that the 1947 figures were the 
result of relative absence of strikes; con- 
tinuing decline in passenger traffic; in- 
creased freight rates, effective January 1; 
increased express rates, effective Decembr 
13, 1946; and higher material prices, wage 
rates and payroll taxes. “For the first 
five months of 1947, net railway operating 
income may show an increase over the 
same period of last year of between $175,- 
000,000 and $200,000,000,” he continued. 
“However, a further increase in net earn- 
ings in the last seven months of 1947 will 


be difficult to attain, notwithstanding 


higher levels of rates and fares.” 


According to Dr. Parmelee, the rail- 
roads, in order to realize in 1947 the 
$480,000,000 net railway operating income 
achieved in the last seven months of 1946, 
will have to show a net operating income 
of approximately $720,000,000, before fed- 
eral income taxes. Predicting that the 
carriers will fall $15,000,000 short of that 
goal, he said that, based on tentative cal- 
culations, the 1947 net railway operating 
income would produce a rate of return on 
net investment of about 3.5 per cent. “If 
freight traffic volume increases over the 
corresponding period of 1946, net earn- 
ings would be more favorable,” he ob- 
seryed. “On the other hand, if freight 
volume should decline, net earnings would 
also decrease. In this connection, I may 
point out that the margin of possible in- 
crease in freight volume is at best, small, 
while the margin of possible decrease, in 
the event of an economic recession, is rela- 
tively very great.” 

Passenger Deficit Mounting — Dr. 
Parmelee also testified that “the greatest 
deficit from passenger service in history 
seems likely in 1947” due to a potential 
decline of more than $300,000,000 in 
passenger revenues because of reduced 
trafic and despite the anticipated $75,- 
000,000 to be realized from higher express 
rates and passenger fares. He said that 
between 1944 and 1946, passenger-miles 
decreased 32 per cent, while train-miles 
declined only 6 per cent and car-miles by 
8.5 per cent. “The effect on the margin 
between revenues and expenss is mani- 
fest,” he commented. 

Mr. Benson also offered detailed statis- 
tical testimony in which it was disclosed 
that the revenue earned on less-carload 
express traffic in 1946 totaled $391,647,156, 
an increase of $4,250,000 over 1945, and 
that R. E. A. operating expenses in 1946 
amounted to nearly $305,500,000, an in- 
crease of about $38,500,000 over 1945. Ex- 
press taxes, including payroll taxes, also 
increased in excess of $3,000,000 over 1945. 

“Recause of the lesser volume of carload 
traffic and the large increase in wages and 
other operating expenses and taxes, ex- 
press privileges payments to railroads in 
1946 were about $50,000,000 less than in 
1945,” he said, “and this notwithstanding 
the volume of less carload express traffic 
and the revenue earned thereon in 1946 
was greater than for 1945.” 

Noting the effect of rate increases which 
became effective last December, Mr. Ben- 
son said that the express privileges pay- 
ments for the first four months of 1947 ex- 
ceeded the actual payments for the 1946 
period by more than $9,000,000, of which 
$7,764,000 was paid to the railroads and 
$1,319,000 to the air lines. At the same 
time, he said that during the first three 
months of 1947, operating expenses were 
reduced ‘below the comparable 1946 sum 
by $6,000,000, and that the number of ship- 
ments also was fewer by about 6,230,000, 
resulting in higher average operating ex- 
penses per shipment. According to the 
witness, R. E. A. payrolls have risen from 
$56,235,000 in 1934 to $243,573,000 in 
1946, representing 56.25 per cent of gross 
operating revenues and 79.73 per cent of 
all operating expenses. 


Bigger Volume of Express — Mr. 
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Benson said that in 1940 the R. E. A. 
handled 9,273 carload shipments with ex- 
press charges of $4,230,000, an average 
of $456.21 per shipment, while during the 
first four months of 1947 it handled an 
estimated 4,647 shipments, at an average 
express charge per shipment of $579.74. 
The less carload shipments for 1946, as 
compared with 1939, showed an increase 
of 56 per cent, he said, and an express 
charge increase of about 150 per cent. The 
average charge per less carload shipment, 
he added, has increased from $1.06 in 
1939 to $2 during the first four months 
of 1947. 

In compliance with a commission re- 
quest, as noted in Railway Age of May 10, 
page 957, Mr. Benson also produced traffic 
studies made by the R. E. A. The studies 
showed that the estimated results of ex- 
press operations for 1947, based upon the 
handling of 200,000,000 1. c. 1. express 
shipments under the interim rates author- 
ized in Ex Parte No. 163 last December, 
would amount to payments to railroads and 
other carriers, excluding air lines, of $122,- 
801,800, while under the proposed rates, 
180,000,000 1. c. 1. shipments would result 
in estimated express privileges payable to 
the railroads and other carriers, excluding 
the air lines, of $173,743,800. 

Among those opposing the proposed in- 
crease in R. E. A. rates, C. A. Carr, rate 
expert for the South Dakota Public Utili- 
ties Commission, Pierre, S. D., who filed 
a verified statement. He said in part that 
parcel post rates are, in all instances, very 
much lower than the proposed express 
rates. “We fully realize that the object 
of the petition for additional increases in 
express rates is the alleged need for addi- 
tional revenue,” he said. “It is this com- 
mission’s conviction that the wide spread 
in the proposed express rates as compared 
to the parcel post rates will not have the 
desired effect of increasing the revenue, 
but that a large amount of traffic will be 
lost to competing transportation agencies.” 


Department.of Justice Files 
Third Rate Complaint 


The Department of Justice has filed 
with the Interstate Commerce Commission 
a third complaint alleging that railroad 
charges on Army and Navy freight ship- 
ments have been “unjust and unreasonable.” 
It assails the ratings on airplanes and air- 
plane parts shipped since January 1, 1942, 
calls for lower ratings on such articles, 
and asks for an award of “whatever repa- 
ration may be authorized by law.” 

Two other recent complaints filed by the 
department were noted in Railway Age of 
May 31, page 1143, and May 3, page 908. 
One assailed the charges on aluminum- 
alloy airplane landing mats, while the other 
was based on the alleged refusal of the 
railroads to apply their export rates to 
government freight destined for overseas 
but stopped “temporarily” at interior stor- 
age-in-transit depots. 

The present complaint states that air- 
planes and airplane parts shipped by the 
War and Navy departments were rated 
“generally higher than the ratings, rates 
and charges published and maintained on 
other commodities, the transportation 
characteristics of which are not more fa- 
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vorable, such as passenger automobiles and 
automobile parts.” It is further asserted 
that the government’s efforts to secure a 
“voluntary and satisfactory adjustment” 
from the railroads “have not been success- 
ful.” 

An appendix to the complaint sets out 
a comparison of present charges with 
what the complainant would regard as a 
satisfactory adjustment. Present charges 
for “representative domestic movements” 
average $3.84 per 100 Ib., while the ratings 
on them average 107 per cent of first class. 
The “proposed basis” would make the aver- 
age charge $2.23 per 100 lb. and the aver- 
age rating 61 per cent of first class. For 
“representative export movements,” the 
present average rate and rating are shown, 
respectively, as $3.01 and 113 per cent of 
first class; the “proposed basis” would 
make them $1.38 and 58 per cent of first 
class. a 


Endorses Report on Future of 
Federal Barge Lines 


The House committee on appropriations 
“concurs in principle’ in the House com- 
mittee on small business’ findings that the 
Federal Barge Lines, operated by the gov- 
ernment-owned Inland Waterways Corpo- 
ration, should first be rehabilitated and then 
sold to private interests, and that I. W. C.’s 
subsidiary, the Warrior River Terminal 
Company, should be disposed of “as quickly 
as possible.” The small business commit- 
tee’s report on the matter is noted else- 
where in this issue. 

The appropriations committee’s concur- 
rences were embodied in its report on the 
Government Corporations Appropriation 
Bill for the fiscal year ended June 30, 1948. 
The bill, H. R. 3756, was reported to the 
House on June 9 and passed by that body 
on June 11. It relates to the fiscal 1948 
budgets of the various government corpora- 
tions as set up in President Truman’s 
budget. The bill fixes limits on amounts 
which may be spent by the various corpora- 
tions for administrative expenses. Subject 
to such limitations, the submitted budgets 
are approved, the corporations retaining 
control of their revenues and expenses. 

Limitations embodied in the bill stipulate 
that I. W. C. and Warrior shall not spend 
in fiscal 1948 more than $418,100 and $20,- 
100, respectively, for administrative ex- 
penses. These are the amounts proposed in 
the President’s budget, and they compare, 
respectively, with figures of $624,000 and 
$20,200 for the current fiscal year ending 
with this month. Meanwhile, the budget es- 
timate showed I. W. C.’s “direct operating 
expenses” for fiscal 1948 at $8,572,188 and 
those of Warrior at $311,800. It also showed 
that I. W. C. expected to earn a net in- 
come of $513,712 in fiscal 1948 after incur- 
ring a deficit of $1,172,331 for the current 
fiscal year. 

After noting the appropriations commit- 
tee’s concurrence in the small business com- 
mittee’s recommendations, the report on the 
bill went on to say that the I. W. C. budget 
had been approved without change—“on 
the assumption that the barge line will be 
continued as a going concern for at least 
several years, whether under government 
or private management.” Also, the appro- 
priations committee found it “refreshing to 
note that although the barge line is handling 


an increased volume of business it has at 
the same time reduced its administrative 
expenses.” 

“The management of. the corporation,” 
the report added, “at present is in the hands 
of an alert and able person, Mr. A. C. In- 
gersoll, Jr., and the committee is hopeful 
that the Inland Waterways will set an ex- 
cellent example for other government cor- 
porations to follow. If the government must 
remain in business there is no good reason 
why its commercial activities should not 
be conducted on a sound and profitable 
basis.” 

I. W. C. President Ingersoll had been 
one of the principal witnesses heard by the 
appropriations subcommittee which con- 
ducted hearings*on the bill. Those hearings 
were devoted in large part to discussions 
of the proposal to dispose of the barge lines. 


U. S. Supreme Court Reinstates 
Award to Railroad Employee 


The United States Supreme Court, in 
a June 2 opinion, reinstated a $5,000 award 
which the Federal District Court for the 
Eastern District of Pennsylvania had set 
aside after it had been made to a Reading 
conductor for injuries suffered in June, 
1944, in that road’s yard at Port Rich- 


‘mond, Philadelphia, Pa. The decision was 


in No. 367, John Myers, petitioner, v. 
Reading Company, and the court’s unani- 
mous opinion was delivered by Justice 
Burton. It reversed the Third Circuit 
Court of Appeals which had upheld the 
district court. 

Mr. Myers was injured when he fell 
from a coal car on which he had been 
attempting to set a hand brake. He at- 
tributed his fall to a kick-back of the 
brake’s wheel, and his action for damages 
alleged that the car was not equipped 
with efficient hand brakes and thus its use 
was in violation of the Safety Appliance 
Act. The evidence before the jury in the 
district court did not point out an actual 
break or visible defect, in any part of the 
hand brake involved; it consisted mainly 
of the plaintiff’s description of his effort 
to operate the brake up to the time it 
“kicked back.” 

The only question before the Supreme 
Court, as Justice Burton put it, was 
whether there was sufficient probative 
evidence, with the inferences that the 
jury could draw from it, to support the 
verdict for the petitioner.” It found that 
such evidence was before the jury, mean- 
while noting that an action under the 
Safety Appliance Acts “simplifies the issue 
beyond that presented in the ordinary 
case under the Federal Employers’ Liabil- 
ity Act where the plaintiff must establish 
the negligence of his employer.” 

“Here,” the court added, “it is not 
necessary to find negligence. A railroad 
subject to the Safety Appliance Acts may 
be found liable if the jury reasonably can 
infer from the evidence merely that the 
hand brake which caused the injuries was 
on a car which the railroad was then 
using on its line in interstate commerce, 
and that the brake was not an ‘efficient’ 
hand _ brake.” 

In the latter connection, Justice Burton 
went on to quote from previous Supreme 
Court decisions which referred to “two 
recognized methods” of showing the in- 
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efficiency of hand brake equipment. “Evi- 
dence,” the cited opinion continued, “may 
be adduced to establish some particular 
defect, or the same inefficiency may be 
established by showing a failure to func- 
tion, when operated with due care, in the 
normal, natural, and usual manner.” An- 
other cited opinion stated that where a 
jury finds that there was a violation of 
the Safety Appliance Acts, “it will be 
sustained, if there is proof that the 
mechanism failed to work efficiently and 
properly even though it worked efficiently 
both before and after the occasion in 
question.” 


Equipment and 
Supplies 





FREIGHT CARS 


Freight Cars Ordered in May 
Dropped to 7,390 


Freight cars ordered by domestic rail- 
roads during May amounted to 7,390, in- 
cluding 4,580 ordered from railroad shops, 
compared with April orders for 8,861 
freight cars, including 2,751 ordered from 
railroad shops, the American Railway Car 
Institute has announced. Deliveries in May 
amounted to 3,929 cars, including 798 
from railroad shops, compared with April 
deliveries of 4,123 cars, including 634 from 
railroad shops. The total number of freight 
cars on order for domestic use on June 1, 
the institute said, was 101,430, including 
27,804 on order from railroad shops. 

“A continuing uneven flow of materials 
to the car builders’ shops, and strikes in 
several plants were responsible for the fact 
that May deliveries were considerably be- 
low schedule,” the institute commented. 


The AtcHison, TopeKA & SANTA FE 
has ordered 250 70-ton drop-end, mill- 
type gondola cars and 125 70-ton covered 
hopper cars from the American Car & 
Foundry Co. The gondolas will be built 
at the manufacturer’s St. Louis (Mo.) 
plant, with delivery scheduled during the 
first quarter of 1948. The hopper cars 
are slated for delivery from the Madison 
(Ill.) plant during the second quarter of 
1948. 


The BaLtrmorE & Onto is inquiring for 
2,000 70-ton hopper cars and 1,000 50-ton 
hopper cars. 


The DuLutH, MissaBE & Iron RANGE 
has ordered 500 70-ton ore cars from the 
American Car & Foundry Co. 


The Intrnots CENTRAL is inquiring for 
1,500 50-ton hopper cars. 


The LoutsvitLteE & NASHVILLE has placed 
orders for 3,000 50-ton hopper cars, 1,500 
of which will be built by the Bethlehem 
Steel Company and 1,500 by the Pullman- 
Standard Car Manufacturing Company. 
Deliveries of the cars to be built by Beth- 
lehem Steel are scheduled to begin next 
December, and deliveries of those to be 


_ made by Pullman-Standard are scheduled 


to begin early in January, 1948. 
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The New York CENTRAL has ordered 
2,000 55-ton 40%-ft. box cars, 1,000 of 
which will be built by the Greenville 
Steel Car Company and 1,000 by the 
American Car & Foundry Co. at St. Louis, 
Mo. The inquiry for this equipment was 
reported in the Railway Age of April 12. 


LOCOMOTIVES 


The Ititrnors TERMINAL has ordered 
nine 1,000-hp. Diesel-electric switchers 
from the American Locomotive Company, 
at a cost of approximately $850,000. Six 
of the units are yard switchers and three 
are road switchers. The first delivery 
is expected in January of next year. 


IRON AND STEEL 


The BEssEMER & LAKE ERIE has ordered 
2,200 gross tons of steel rails from the 
Carnegie-Illinois Steel Corporation. 


SPECIAL 


The Missourr Paciric TRAILWAYs, mo- 


tor coach subsidiary of the Missouri Pa- © 


cific, has received the first of 25 air-condi- 
tioned buses ordered recently at a cost of 


$482,500. 


Supply Trade 





Wallace B. Hunter, contracting man- 
ager of the American Bridge Company 
(a subsidiary of the United States Steel 
Corporation), at Boston, Mass., has been 
appointed senior contracting manager of 
the Chicago district, with headquarters at 
Chicago, a newly created position. Mr. 
Hunter will be in charge of all contract- 
ing work in the Chicago district, including 
the contracting sub-office at Gary, Ind. 
Newton O. Holt continues as contracting 
manager of the Chicago district. 


Catl G. Howard has been appointed 
Chicago sales representative for the Mines 
Equipment Company of St. Louis, Mo., 
for the sale of electrical connectors and 
cables in the railway and industrial field. 
Jack Gould, formerly associated with 
the Copperweld Steel Company, at Chi- 
cago, has joined Mr. Howard in the sale 
of Mines Equipment Company products. 


The Mining Safety Device Company, 
Bowerston, Ohio, has purchased the Edel- 
blute Manufacturing Company, Rey- 
noldsville, Pa. it has been announced. 
T. H. Edelblute, former owner of the 
Edelblute Company, will serve Mining 
Safety Device in an advisory capacity. 


Arthur §S. Tylor, former manager of 
the lighting sales department of the Corn- 
ing Glass Works, has been appointed 
general sales manager of the technical 
products division, to succeed John W. 
Romig, resigned. William J. Belknap, 
formerly manager of the market research 
department, will succeed Mr. Tylor in 
the lighting sales department. 


T. C. Hope, formerly retail traffic 
manager of Montgomery Ward & Co., 





has been appointed general traffic manager. 
In his new position, Mr. Hope will assume 
the duties formerly handled by O. B. 
Higgins, assistant general merchandise 
manager—operating. 


Edward Maged, formerly sales engi- 
neer of the David Bogen Company, has 
joined University Loudspeakers, Inc., 
with headquarters in New York. His 
first duty will be that of merging sales 





Edward Maged 


engineering, sales promotion and adver- 
tising activities into one department. Ear- 
lier in his career, Mr. Maged served as 
a civilian engineer for the United States 
Navy Department. 


Harold V. Engh, whose election as 
president and general manager of the 
Pyle-National Company was reported 
in the Railway Age of June 7, was born 
at Chicago and educated at Lane Technical 
High School in that city. He started his 
business career with the Chicago Insulated 
Wire & Manufacturing Co. and rose 
steadily through various departments. Dur- 





Harold V. Engh 


ing World War I he enlisted in the U. S. 
Air Service and served both in this country 
and abroad as an officer pilot. Before 
he reached his twenty-seventh birthday, 
he was elected vice-president of Illinois 
Wire & Cable Co. In 1928 he became 


president of the Inland Cable Company. 
When Inland consolidated with the Ana- 
conda Wire & Cable Co., in 1929, Mr. 
Engh joined Anaconda as vice-president. 
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Richard T. Nalle, whose election as 
president of the Midvale Company was 
reported in the Railway Age of May 24, 
was born in Philadelphia, Pa. in 1889. 
He was graduated from the University of 
Pennsylvania in 1910 with a degree in 
electrical engineering and, in the same 
year, joined the Pennsylvania as special 
apprentice in the motive power depart- 
ment at Altoona, Pa. From 1913 to 1917 


he was industrial engineer for Day & Zim- 
merman; in the latter year he joined the 
Army, 


United States where he_ served 





Richard T. Nalle 


until 1918. He was appointed works man- 
ager and vice-president in charge of oper- 
ations of Henry Disston & Sons in 1920, 
serving in that capacity until 1945 when 
he joined Midvale as executive vice- 
president, the position he held at the time 
of his recent election. 


John A. Worthington has been ap- 
pointed general sales manager of the piston 
ring division of the Koppers Company 
and T. Latimore Ford has been appointed 
head of a newly-established department de- 
voted exclusively to replacement sales. 

Mr. Worthington joined the Bartlett 





John A. Worthington 


Hayward Company (now a division of 
Koppers) in 1916 as an inspector, advanc- 
ing to foreman in 1919. He was trans- 
ferred to the American Hammered Piston 
Ring division in 1920 as assistant shop 
superintendent. Two years later, he was 
appointed an engineer in that division and 
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since 1925 has been manager of industrial 
sales and engineering. 

Mr. Ford joined the Bartlett Hayward 
Company in 1908 and, in 1919, was ap- 
pointed assistant secretary and treasurer 
of the American Hammered Piston Ring 





T. Latimer Ford 


Company. He was appointed Pacific Coast 
district sales manager in 1921 and vice- 
president and sales manager in 1927. The 
position of vice-president was abolished in 
1936, when American Hammered was con- 
solidated with Koppers, at which time Mr. 
Ford became sales manager of the auto- 
motive division. 


Roland C. Disney, formerly manager of 
eastern district sales of the Baldwin 
Locomotive Works, has been promoted 
to assistant general sales manager and 
Edwin R. Wisner has been appointed 
manager of eastern district sales to suc- 
ceed Mr. Disney. Earlier in his career, 
Mr. Disney was a member of the engineer- 
ing department of the Western Electric 
Company for 11 years and, just before 
joining Baldwin, he served as a lieutenant 
colonel with the United States Army. Mr. 
Wisner began his business career with 
the Westinghouse Electric & Manufactur- 
ing Corp. and during the recent war joined 
the United States Maritime Commission’s 
production division, of which he was later 
appointed director. 

He resigned in September, 1945, and 
spent a year in the electric power depart- 
ment of the Elliott Company before going 
with Baldwin. 


OBITUARY 


Frederick A. Preston, vice-president 
and a director of Poor & Co., Chicago, 
died in the Lake Forest (Ill.) hospital on 
June 8. 

Mr. Preston was born at Evansville, Ind., 
on March 10, 1884, and received his higher 
education at the Sheffield Scientific School 
of Yale University, graduating with the 
class of 1906. Soon after his graduation 
he became associated with the Railway Spe- 
cialty & Supply Co., which was later known 
as the P. & M. Co., and was the pro- 
genitor of Poor & Co. He was a vice-presi- 
dent of Poor & Co., and chairman of that 
company’s subsidiaries—the P. & M. Co., 
and the Maintenance Equipment Company. 
In addition to being a director of Poor & 
Co., and all its affiliated companies, Mr. 
Preston was a director of the Illinois Bell 





Telephone Company, Chicago Railway 


Equipment Company, Eversharp Inc., Pyle-— 


National Company, and the Kensington 
Steel Company. 

* During World War I Mr. Preston serv. 
ed in the U. S. Army Air Service as a 
major. In 1935 he was appointed chief of 
the Chicago Ordnance District, with which 
he was still associated at the time of his 
death as chairman of the advisory board. 
For his work in the Ordnance Department 
he was awarded in 1946 the Certificate of 
Commendation and the Meritorious Sery- 
ice Award. Subsequently he received the 





Frederick A. Preston 


official commendation of the War Depart- 
ment in the form of the Exceptional Civil- 
ian Service Award. And in February, 
1947, he was honored with the Medal for 
Merit and a Presidential citation. At the 
time of his death he was a member of the 
board of directors of the Army Ordnance 
Association. 

Mr. Preston was active in civic and phil- 
anthropic affairs. He served as chairman 
of the campaign committee of the Chicago 
Community Fund in 1934, and remained a 
member of the board until 1940. In 1944 
he headed the Sponsors’ Committee for the 
American Red Cross Campaign. In addi- 
tion, he was a member of the board of 
trustees of the Chicago Zoological Society, 
the executive committee of the Chicago 
Council on Foreign Relations, the Chicago 
Plan Committee, and the Art Institute of 
Chicago. He was also on the board of 
managers of the Y. M. C. A., and for 
many years he was president of the Park 
Board of Lake Forest, II. 


John H. Link, sales engineer of W. H. 


-Miner, Inc., died at his home in Haver- 


town, Pa., on May 27, following a long 
illness. Mr. Link was born in Chicago in 
1890, and first joined the firm in 1911. 
After gaining experience in the mechanical 
and production departments of the company. 
he became sales engineer in 1919, with 
headquarters at Chicago. He was trans- 
ferred to the Philadelphia (Pa.) area in 
1926, and remained active in railroad work 
until his death. 


Charles J. Anderson, sales represen- 
tative of the Garlock Packing Company, 
died on June 5, at his home in Westfield, 
N. J. He was 46 years old. 

Mr. Anderson served his apprenticeship 
in locomotive design and construction with ’ 
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the American Locomotive Company in 
1918, following which he worked succes- 
sively as assistant chief draftsman for the 
Franklin Railway Supply Company and 
estimating engineer of the Balmar Corpo- 
ration. He held the latter position until 
1944 when he joined Garlock Packing, at 
Philadelphia, Pa., as railroad representa- 
tive for the southeastern territory. In Sep- 
tember, 1946, he was appointed sales rep- 
resentative for the company’s national co- 
operative accounts, with headquarters in 
New York. 


Norman Wilson Storer, former con- 
sulting railway engineer of the Westing- 
house Electric Corporation, died on June 
5, at his home in Winter Park, Fla. He 
was 79 years old. 


Construction 





ATLANTIC CoAst LinE.—This road has 
awarded a contract to Arthur Perry, Inc., 
Jacksonville, Fla., for the construction of 
a new freight station at Winter Park, 
Fla. The cost of the project, to be com- 
pleted abuot October 15, is $55,189. 


Bancor & AroostooK.—This road has 
awarded a contract to T. W. Cunningham, 
Inc., Bangor, Me., for the construction of 
a brick station at Van Buren, Me. The 
estimated cost of this project is $33,200. 


BALTIMORE & OnI0—This road _ has 
awarded the following contracts, the esti- 
mated costs of which are shown in paren- 
theses: To L. A. Hauser & Co., Philadel- 
phia, Pa., for the construction of a fest 
house at New Castle Junction, Pa. 
($121,000) ; to the Byrum Construction 
Company, Wheeling, W. Va., for remodel- 
ing an enginehouse and constructing a 
locomotive washing platform at Benwood, 
W. Va. ($34,000); to the Steiner Con- 
struction Company, Baltimore, Md., for 
remodeling a Y. M. C. A. building at 
East Salamanca, N. Y. ($33,000) ; to the 
George F. Hazelwood Company, Cumber- 
land, Md., for an addition to the engine 
terminal at M. & K. Junction, W. Va. 
($26,000) ; and to George Vang, Inc., for 
an extension to bridge No. 11 at Hoblitzell, 
Pa. ($25,000). 


Cuicaco, Burtincton & Quincy.—This 
toad will spend $1,200,000 to modernize and 
enlarge its Murray yard at North Kansas 
City, Mo., in a program to speed up the 
movement of cars through the terminal and 
to accommodate expanding business. The 
following improvements and changes will 
be made: extensive flood lighting ; remote 
electrical operation of switches controlling 
the entrance and exit from the yard; an 
elevated yard office; strategically located 
loud speakers; radio communication be- 
tween the yard office and switching locomo- 
tives; and a pneumatic tube system between 
the south end of the yard and the main 
yard office. Nearly 15 miles of new track 
will be laid, including 132 switches. This 
will increase the yard’s capacity from 
2,691 to 3,427 cars and provide receiving 
and departure tracks for longer trains. 
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NorFotkK & WESTERN.—This road has 
awarded a contract to the Sturm & Dillard 
Construction Co., Columbus, Ohio, for 
relocating and building the first. section 
of a modernization of the main line 11 
miles west of Bluefield, W. Va., including 
the construction of a new double-track 
tunnel and the elimination of Elkhorn 
tunnel, it has been announced. Work on 
the project will get underway soon. The 
entire improvement and modernization job, 
announced in the Railway Age of February 
15, page 385, will cost approximately 
$12,000,000. It is estimated it will take 
three years to complete the work. 


Abandonments 





GAINESVILLE MipLANpD.—The Interstate 
Commerce Commission has extended from 
June 16 to June 30 the effective date of its 
order authorizing this road to abandon its 
line between Belmont, Ga., and Monroe, 
32 miles, and to abandon operation under 
trackage rights of certain terminal fa- 
cilities of the Georgia at Monroe. 


Moore CENTRAL.—This road has applied 
to the Interstate Commerce Commission 
for authority to abandon its entire 10-mile 
line between Carthage, N. C., and Cameron. 
The application stated that the road, which 
has been in ‘successive receiverships” and 
has “continuously operated at a loss,” is 
‘hopelessly insolvent as a going concern.” 


ROCHESTER, HORNELLSVILLE & LACKA- 
WANNA.—The American Red Cross has 
applied to the Interstate Commerce Com- 
mission for authority to abandon this line, 
which extends 9.3 miles from Hornell, 
N. Y., to Moraine. The Red Cross, as 
owner of the line, proposes to sell certain 
properties at Hornell to the Erie. As noted 
in Railway Age of January 11, page 163, 
the commission has authorized the Pitts- 
burg, Shawmut & Northern to abandon 
operation over the line. 


Overseas 





Great BritaIn.—The London & North 
Eastern has applied for authority to build 
a new double-track tunnel at Woodhead on 








the main line between Shetheld and Man- 
chester, paralleling the existing twin tun- 
nels under the Pennine range at this point, 
which are the fourth longest in Great 
Britain, being just over three miles in 
length. They were opened in 1845 and 1852. 

The Sheffield-Manchester line carries 
frequent coal trains from Yorkshire coal- 
field to industrial Lancashire, and there is 
also a very heavy general freight traffic 
in addition to passenger services making 
it one of the chief arteries of communica- 
tion between the west and east sides of 
the country. 


BeLtcium. — Arrangements are being 
made for the electrification of 1,500 kilo- 
meters of railway lines carrying the most 
intensive traffic, according to the Foreign 
Commerce Weekly of the United States 
Department of Commerce. This includes 50 
per cent of Belgium’s double-tracked lines, 
carrying nearly 70 percent of the total 
traffic. Practically all important Belgian 
cities will be connected, as well as the in- 
dustrial basins of Liege, Charleroi and 
Mons and the ports of Antwerp and 
Ghent. 

Direct current at 3,000 volts, in use on 
the Brussels-Antwerp line since 1935, will 
be employed. The lines will be equipped 
with 235 twin electric locomotives, 305 
electric locomotives of the BB type and 65 
high-speed electric locomotives. The motive 
power used during the daytime for carry- 
ing passengers will haul freight at night. 


Financial 





Complete Merger of Chesapeake 
& Ohio and Pere Marquette 


The merger of the Pere Marquette into 
the Chesapeake & Ohio became effective 
on June 6 when the agreement of consoli- 
dation was filed with the Michigan secre- 
tary of state and the Virginia State Cor- 
poration Commission. The agreement also 
was filed in the other states served by the 
two roads soon after it was signed at 
Cleveland, Ohio, by Robert J. Bowman, 
president of the merged roads. 

Unification of the two roads makes the 
C. & O. the seventh largest railroad in 
the country, in point of operating revenues 
based on 1946 figures, the road said. It 
now has approximately 5,000 miles of 





Lightweight locomotive built for Greece by Baldwin 
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main line track, extending from the east- 
ern seaboard to the lower Michigan penin- 
sula and through Detroit, Mich., to St. 
Thomas, Ont., with trackage rights from 
St. Thomas to Buffalo, N. Y. The tracks 
of the C. & O. and the former Pere Mar- 
quette join at Toledo, Ohio, and La Crosse, 
Ind. 

“An end-to-end unification, as in this 
case, is a natural,” Mr. Bowman said. “It 
offers opportunities for economy and a 
continuity of and improvement in present 
service. For operating purposes, the lines 
north of Toledo and La Crosse will be 
designated the Pere Marquette district and 
the lines south thereof will be designated 
the Chesapeake district.” 

The C. & O. has controlled the Pere 
Marquette since 1929 through ownership 
of a majority of common stock and in 
recent years the two roads have been 
served by joint officers. Passenger and 
freight traffic for some time have been 
flowing from one line to the other in 
through operations. The directors of both 
roads ratified the merger proposal early in 
1946. Later, the stockholders also voted 
their approval, with only 5 per cent dissent- 
ing, it was explained. 

Under the terms of the merger agree- 
ment, each share of Pere Marquette prior 
preference stock is exchangeable for one 
share of C. & O. convertible preferred and 
1/3 share of C. & O. common. Each share 
of Pere Marquette preferred is exchange- 
able for 8/10 of a share of C. & O. con- 
vertible preferred and 4/10 of a share of 
C. & O. common. Each share of Pere 
Marquette common is exchangeable for % 
share of C. & O. common. Completion of 
the merger entitled the Pere Marquette 
stockholders, after the exchange of their 
shares, to participate in the July 1 divi- 
dend on the C. & O. common stock which 
they will receive under the merger terms. 


CENTRAL OF New Jersey.—Plan of Re- 
organization. — The Interstate Commerce 
Commission has authorized the Lehigh 
Coal & Navigation Co. and the city of 
Jersey City, N. J., to intervene in the 
proceeding relating to the reorganization 
of this road. The petitions to intervene 
were filed after a plan of reorganization 
was submitted to the commission and the 
federal court by three bondholder groups, 
as reported in Railway Age of April 26, 
page 871. 

Lehigh Coal & Navigation, which also 
owns and operates the Lehigh & New 
England, seeks return of the Lehigh & 
Susquehanna, which has been leased by 
the C. of N. J. since 1871. The L. & S., 
operated by the Central of Pennsylvania, 
a wholly-owned subsidiary *of the C. of 
N. J., forms the main line of the latter 
between Phillipsburg, N. J., and Scranton, 
Pa., and Wilkes-Barre. The petitioners 
object to that phase of the reorganization 
plan filed by the bondholder groups which 
would reduce the annual rental of the 
L. & S. from $2,330,000 to $1,330,000 and 
request that the commission-approved plan 
provide for the rejection of the lease. 

“We will not consent to any reduction 
whatever in the rental for the L. & S.,” 
the petitioners said, adding that they can 
operate the L. & S. as “successfully and 
profitably” as the L. & N. E. and “pro- 
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vide the sort of service shippers wish. 
“We are demanding the return of our 
property. If the bondholders wish to cut 
the expenses of the C. of N. J., they must 
find other means of doing it, instead of 
asking for a reduction in the rental of 
practically the only property which is 
earning money for the Central.” The 
petitioners said that the L. & S. con- 
stitutes virtually all mileage operated by 
the C. of P., and has an earning power 
of approximately $7 million a year. They 
contended that the profit of the C. of N. J. 
from it, after rental, is equal to approxi- 
mately twice the amount the latter pays 
for use of the line and that a reduction 
in rent would be a “breach” of its lease. 
Jersey City, meanwhile, intervened in 
the proceeding because of its objection to 
the bondholders’ proposed plan of tax pay- 
ments to the state of New Jersey. The 
city now receives 30 per cent of the taxes 
paid to that state by the C. of N. J. 


Cotorapo & Wyominc.—Stock.—Divi- 
sion 4 of the Interstate Commerce Com- 
mission has authorized this road to issue 
$1,000,000 of common capital stock of $100 
par value to be delivered to the Colorado 
Fuel & Iron Corp. in exchange for $1,000,- 
000 of its outstanding first-mortgage 4 per 
cent 50-year gold bonds, due March 1, 
1953. At the same time, the commission 
dismissed, for want of jurisdiction, that 
part of the C. & W.’s application which 
requested authority to pay in cash and 
discharge an additional $1,080,000 of out- 
standing first-mortgage 4 per cent 50-year 
gold bonds, also due March 1, 1953, and 
to pay the interest accrued thereon and 
on the $1,000,000 of such bonds to be re- 
tired through the issue of the proposed 
stock. 


DENVER & Rio GRANDE WESTERN.— 
Equipment Trust Certificates—Division 4 
of the Interstate Commerce Commission 
has dismissed, without prejudice, this road’s 
application for authority to assume liability 
for $1,530,000 of Series K equipment trust 
certificates. The applicant told the commis- 
sion that it received no satisfactory bid for 
the certificates, the proceeds of which were 
to have been applied toward the acquisition 
of $2,060,000 in passenger equipment from 
the Budd Company, as outlined in Railway 
Age of May 24, page 1099. 


Fioriwa East Coast.—Reorganization.— 
Modification last month by the Interstate 
Commerce Commission of its approved 
plan of reorganization of this road, whereby 
merger or consolidation with the Atlantic 
Coast Line is permitted, has resulted in the 
filing with the commission of more than a 
dozen petitions for modification, reconsid- 
eration, reopening and further argument. 
As noted in Railway Age of May 24, page 
1072, the commission’s decision was a re- 
versal of an earlier finding in which the 
control of the F. E. C. would have rested 
in the St. Joe Paper Company, which is 
controlled by the Alfred I. duPont estate. 
In addition to St. Joe, others filing petitions 
included the Seaboard Air Line, the Rail- 
way Labor Executives Association, the 
Brotherhood of Railroad Trainmen and 
various Florida municipalities, chambers 
of commerce, and traffic associations. 


News Department is continued on the second left-hand page. 


GREEN Bay & WESTERN.—Sells Sub- 
sidiary—H. E. McGee, president of this 
road, has announced the sale of all securi- 
ties of the Ahnapee & Western, its wholly- 
owned subsidiary, to a group of business 
men headed by Vernon M, Bushman of 
Green Bay, Wis. 


Missourr Paciric. — Equipment Trust 
Certificates —Division 4 of the Interstate 
Commerce Commission has authorized this 
road to assume liability for $8,700,000 of 
Series HH equipment trust certificates, the 
proceeds of which will be applied toward 
the purchase of rolling stock, as outlined 
in Railway Age of May 24, page 1099. The 
certificates will mature in 10 annual install- 
ments of $870,000, starting May 15, 1948. 
The commission’s report also approves a 
selling price of 99.161 with a 1% per cent 
interest rate, the bid of Harris, Hall & Co., 
on which basis the average annual cost 
will be approximately 2.04 per cent. 


Missourt-KANSAS-TEXAS.—Recapitaliza- 
tion Seen Necessary.—R. J. Morfa, chair- 
man, said in New York on June 9 that 
the Katy will have to be recapitalized be- 
cause it has too much preferred stock out- 
standing. Passage of the pending Reed 
bill, which Mr. Morfa expects, will enable 
the M.-K.-T. to issue $5,000,000 in scrip 
for the payment of back interest on its 
adjustment bonds. 

A 1947 net income for the Katy of over 
$2,000,000, compared with $1,715,446 in the 
preceding year, was predicted by Mr. 
Morfa, if the present level of earnings con- 
tinues and there are no further wage in- 
creases. Gross income for the year, he 
estimated, will total $65,000,000, compared 
with $60,732,982 in 1946. 

The feasibility of merging the Katy with 
the Chicago & Eastern Illinois and the 
Chicago Great Western is being studied 
by Coverdale & Colpitts, who are expect- 
ed to submit a report in approximately 
30 days, Mr. Morfa said. If the study 
shows the consolidation is not feasible, the 
project will be dropped, he stated. 


Railway 
Officers 





EXECUTIVE 


W. A. Bender, assistant to the chief 
executive officer of the Alton, at Chicago, 
has been appointed assistant to the vice- 
president and general manager of the Gulf, 
Mobile & Ohio, with the same headquarters. 


H. C. Parse has been appointed assis 
tant to president of the Pittsburg & Shaw- 
mut, with headquarters at Kittanning, Pa. 


William T. Griffin has been elected 
vice-president and general counsel of the 
Norfolk Southern, with headquarters at 
Norfolk, Va., and New York. J. S. Cox, 
assistant to president, has been appointed 
assistant to vice-president—operations, with 
headquarters as before at Raleigh, N. C. 
with no change in his duties. 
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An announcement of the retirement of 
Edward Flynn as executive vice-president 
of the Chicago, Burlington & Quincy lines 
appeared, together with a sketch of his 





Edward Flynn 


career, in this column in the June 7 issue, 
but Mr. Flynn’s photograph inadvertently 
was omitted at that time. 


L. J. Benson, assistant to the vice-pres- 
ident of the Chicago, Milwaukee, St. Paul 
& Pacific, at Chicago, has been appointed 
assistant to the president, with the same 
headquarters. He will continue to have 
supervision of the road’s police, fire pre- 
vention and safety departments, and will 
perform such duties as may be assigned 
by the president. 


A. B. Van Pelt, whose appointment 
as assistant to the president of the Wabash, 
with headquarters at St. Louis, Mo., was 
reported in the Railway Age of May 31, 
was born at St. Louis on January 28, 
1896, and entered railroad service in Oc- 
tober, 1913, as a stenographer in the pas- 
senger department of the Missouri-Kansas- 
Texas at St. Louis. In June, 1916, he was 
appointed secretary to the chief engineer 
of the St. Louis Southwestern, and in 
April, 1918, he was named secretary to the 
federal manager. Mr. Van Pelt was ap- 
pointed secretary to the president of the 









A. B. Van Pelt 






Missouri Pacific in March, 1920, and a 
month later he became secretary and treas- 
urer of the Southwestern Railroad Exec- 
utives Association, which was discontinued 
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in April, 1922. After serving for a short 
time as clerk in the engineering depart- 
ment of the M.-K.-T., he entered the serv- 
ice of the Wabash in April, 1923, and held 
various positions in the executive depart- 
ment until September, 1942, when he was 
appointed assistant secretary, the position 
he held at the time of his recent promotion. 


Fred C. Berghaus, whose promotion 
to assistant to the president of the Chicago, 
Indianapolis & Louisville, with headquar- 
ters at Chicago, was reported in Railway 
Age of May 24, was born at Philadelphia, 
Pa., and entered railroad service in 1912 as 
a clerk in the office of the auditor of the 
Monon at Chicago. He was appointed 
chief clerk to the auditor of revenue on 
May 1, 1914, and chief clerk to the gen- 
eral passenger agent on December 1,° 
1914. On April 17, 1922, he was promoted 
to manager of mail and express traffic, and 
he served in that capacity until December 1, 
1940, when he was appointed assistant to 
the vice-president. Mr. Berghaus was 
named freight claim agent on March 5, 
1945, and on November 1, 1946, he was 
advanced to assistant to the general man- 
ager, the position he held at the time of . 
his recent promotion. 


J. M. Strupper, whose appointment as 
assistant vice-president in traffic of the St. 
Louis-San Francisco, with headquarters at 
St. Louis, Mo., was reported in the Railway 
Age of May 31, was educated at St. Mary’s 
College, San Antonio, Tex., St. Edward’s 
College, Austin, Tex., St. Louis College, 





J. M. Strupper 


San Antonio, Niagara University, Niagara 
Falls, N. Y., and St. Mary’s College, St. 
Marys, Kan. He entered the service of the 
Frisco in 1913 as a rate clerk in the audi- 
tor’s office at Fort Worth, Tex., and 
served in various capacities in the freight 
department until 1924, when he was pro- 
moted to assistant general freight agent at 
St. Louis. Four years later he was ap- 
pointed assistant freight traffic manager in 
the general freight office, with the same 
headquarters. In January, 1942, he was ap- 
pointed freight traffic manager (rates), and 
in May, 1944, he was advanced to assistant 
chief traffic officer, the position he held at 
the time of his recent promotion. 


James E. Payne, whose appointment 
as vice-president in charge of traffic of the 
St. Louis-San Francisco, with headquar- 
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ters at St. Louis, Mo., was reported in the 
Railway Age of May 31, was born at Ches- 
terfield, Mo., on March 6, 1900, and en- 
tered railroad service in June, 1917, as a 





James E. Payne 


clerk-auditor in the passenger department 
of the Frisco at St. Louis. He was ap- 
pointed city passenger agent in 1925, and 
three years later he became passenger 
agent at Tulsa, Okla. In 1933 he was pro- 
moted to traffic manager at the same place, 
and in 1940 he was promoted to assistant 
to the general traffic manager at St. Louis, 
and later in the same year to assistant 
freight traffic manager. On January 1, 
1942, Mr. Payne was advanced to freight 
traffic manager, the position he held at 
the time of his recent appointment. 


FINANCIAL, LEGAL AND 
ACCOUNTING 


Reginald H. M. Temple, consulting 
counsel of the Canadian National at Mon- 
treal, Que., has retired under the pension 
rules of the company, after 41 years of 
railroad service. Mr. Temple served as 
general counsel from 1929 until June, 1945, 
when he became consulting counsel. 


E. W. Thomas, assistant freight claim 
agent of the Atchison, Topeka & Santa 
Fe at Los Angeles, Cal., has been appointed 
freight claim agent, Coast Lines, with the 
same headquarters. H. W. Gentle, as- 
sistant freight claim agent at San Fran- 
cisco, Cal., succeeds Mr. Thomas at Los 
Angeles. J. E. Chappell, traveling freight 
claim adjuster at Los Angeles, becomes 
assistant freight claim agent at San Fran- 
cisco, succeeding Mr. Gentle. 


E. W. Runge, assistant auditor of dis- 
bursements of the Missouri Pacific at St. 
Louis, Mo., has been appointed auditor 
of disbursements, with the same _head- 
quarters, succeeding J. E. McConnell, 
who has retired. D. T. Flynn succeeds 
Mr. Runge as assistant auditor of disburse- 
ments at St. Louis. 


William Brain, auditor of the Mis- 
souri-Kansas-Texas at St. Louis, Mo., has 
been promoted to general auditor, with the 
same headquarters. J. T. Stephenson, 
assistant auditor, succeeds Mr. Brain as 
auditor, with headquarters as before at 
St. Louis. W. J. Hennelly, general ac- 
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Each of twenty new 2-8-4 steam locomotives, being placed in heavy freight 


service on the Chesapeake & Ohio, is equipped with four Security Circulators. 


These powerful locomotives, that develop a tractive power (with booster) 
of 83,350 pounds, utilize Security Circulators to improve the circulation of 


water in the boiler and to aid in maintaining their steaming capacity. 


Security Circulators also assist in increasing locomotive availability, because 


they reduce honeycombing, flue plugging and cinder cutting, and prolong 
the life of arch brick. : 


AMERICAN ARCH COMPANY, Inc 


NEW YORK + CHICAGO 


SECURITY CIRGQULATOR (eet sioN 
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countant, has been promoted to assistant 
auditor to replace Mr. Stephenson. 


Rowland L. Davis, Jr., general attor- 
ney of the Delaware, Lackawanna & 
Western at New York, has been promoted 





Rowland L. Davis, Jr. 


to general solicitor. A sketch of Mr. 
Davis’ career appeared in Railway Age 
of May 24, page 1100. 


Vernon A. Hewitt, whose appointment 
as secretary and treasurer of the Chicago, 
Indianapolis & Louisville, with headquar- 
ters at Chicago, was reported in the Rail- 
way Age of May 24, was born at Rensse- 
daer, Ind., on September 2, 1895, and en- 
tered railway service in April, 1914, as a 
stenographer of the C. I. & L. at LaFayette, 
Ind. In 1916 he was promoted to secretary 
to the general superinter.ent at Chicago, 
resigning in 1918 to take employment with 
a legal firm in Chicago. On August of that 
year he returned to the Monon as secretary 
to the president, with headquarters at Chi- 
cago, and in 1920 he was appointed chief 





Vernon A. Hewitt 


clerk of the president and the trustees. On 
April 1, 1939, Mr. Hewit was promoted to 
executive chief clerk, and in November, 
1940, he was further advanced to office 
manager, executive department, with the 
same headquarters. In July, 1944, he was 
appointed assistant to the chief executive 
officer, and on January 16, 1946, he was 
named treasurer. On May 1, 1946, Mr. 
Hewitt was advanced .to treasurer and as- 
sistant secretary, the position he held at 
the time of his recent appointment. 
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J. S. Porter, whose promotion to gen- 
eral claim agent of the Texas & Pacific, 
with headquarters at Dallas, Tex., was re- 
ported in the Railway Age of May 24, 
was born in Texas and entered the service 
of the Texas & Pacific in August, 1917, as 
a clerk in the general claim department, at 
Dallas. Subsequently he has held various 
positions in that department both at Dallas 





J. S. Porter 


and at Marshall, Tex. On April 28, 1942, 
he was appointed assistant general claim 
agent, the position he held at the time of 
his recent promotion. 


OPERATING 


M. M. DesChamps, superintendent of 
police of the Atlantic Coast Line, has been 
appointed chief of property protection, with 
headquarters as before at Wilmington, N. C. 


A. Grant, superintendent of transporta- 
tion of the Alton, has been appointed as- 
sistant superintendent of transportation of 
the Gulf, Mobile & Ohio, with headquar- 
ters as before at Mobile, Ala. 


E. H. Bannon, superintendent of the 
Milwaukee Terminal division of the Chi- 
cago, Milwaukee, St. Paul & Pacific at 
Milwaukee, Wis., has been appointed as- 
sistant to the general superintendent, with 
the same headquarters. J. H. Stewart, 
assistant superintendent at Beloit, Wis., 
succeeds Mr. Bannon as superintendent of 
the Milwaukee Terminal division at Mil- 
waukee. L. W. Palmquist, trainmaster 
at Green Bay, Wis., has been appointed 
assistant superintendent, with headquarters 
at Beloit, succeeding Mr. Stewart. 


E. C. Sheffield, trainmaster of the 
Missouri Pacific at San Antonio, Tex., 
has been appointed superintendent, Houston 
Terminal, Houston, Tex., replacing J. T. 
Davis, who becomes trainmaster at Kings- 
ville, Tex., where he replaces L. M. 
Elledge, who succeeds Mr. Sheffield at 
San Antonio. 


E. Clary and D. B. Jenks will be 
superintendents of the two Great Northern 
divisions to be created when the present 
Spokane division is split up on July 1. 
Mr. Clary, who has been superintendent 
of the Spokane division since 1943, will 
become superintendent of the Cascade divi- 
sion, with headquarters at Seattle; Wash. 
Mr. Jenks, trainmaster at Minneapolis, 
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Minn., will become superintendent of the 
Spokane division, with headquarters at 
Spokane, Wash. 


Carl P. Lockwood, whose retirement 
as superintendent of terminals of the Grand 
Trunk Western, with headquarters at Port 
Huron, Mich., was reported in the Railway 
Age of June 7, was born at Salem, Mich., 
on May 21, 1882, and attended Michigan 
State College. He entered the service of 
the Grand Trunk in 1916, as a freight 
brakeman at Battle Creek, Mich. From 
November, 1926, to August 1, 1931, he 
served as local chairman and legislative 
representative of the Brotherhood of Rail- 
road Trainmen, and from August 1, 193], 
to May 25, 1937, he was general chairman 
of the same brotherhood. On May 25, 
1937, Mr. Lockwood was appointed super- 
intendent of terminals, with headquarters 
at Port Huron, the position he held at 
the time of his retirement. 


W. F. Ingraham, superintendent of the 
Iowa and Dakota division of the Chicago, 
Milwaukee, St. Paul & Pacific, at Mason 
City, Iowa, has been appointed special 
representative to the general manager, with 
the same- headquarters, a newly created 
position. R. C. Dodds, superintendent at 
Austin, Minn., has been transferred to 
Mason City, to replace Mr. Ingraham. 
G. H. Rowley,assistant superintendent, 
at Savanna, IIl., has been appointed super- 
intendent at Austin, to replace Mr. Dodds. 
R. A. Middleton, trainmaster at Madison, 
Wis., has been appointed assistant super- 
intendent at Savanna, to replace Mr. 
Rowley. 


W. S. Hewson, whose appointment as 
superintendent of transportation, British 
Columbia district, of the Canadian Na- 
tional, with headquarters at Vancouver. 
B. C., was reported in the Railway Age of 





W. S. Hewson 


May 24, was born at Widnes, England, on 
May 21, 1895, and entered railroad service 
in 1913 as an extra gang timekeeper on 
the Esquimalt & Nanaimo, at Parksville, 
B. C. He served in various operating pos!- 
tions in British Columbia and Saskatche- 
wan until February, 1918, when he became 
trick dispatcher of the Canadian National, 
at Kamloops, B. C. In May, 1927, he was 
transferred to Calgary, Alta., and in Sep- 
tember 1936, to Edmonton, Alta. From 
April, 1942, to April, 1944, he served as 





Railway Age—June 14, 1947 






















of the 
rs at 


A National Defense Measure 


ement 
Grand 
t Port 
uilwary 
Mich.., 
-higan 
ice of 
reight 
From 
1, he 
lative 
Rail- 
1931, 
irman 
y 25, 
super- 
arters 
Id at 
















































“,.. Another advantage of the coal burning steam loco- 
motive is that it burns coal as fuel. This nation has within 
its boundaries reserve supplies of coal for more than 
1,000 years. Difficulty is even now being experienced 
in obtaining sufficient oil to meet the ever expanding 
needs of our mechanized nation. The utilization of coal 
burning locomotives is a matter of serious importance 
as a national defense measure...” 
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chief dispatcher at Prince Rupert, B. C., 
and at Smithers. In April, 1944, he was 
appointed chief dispatcher at Kamloops, 
the position he held at the time of his re- 
cent promotion. 


R. H. Lewis has been appointed acting 
superintendent of the Allegany, Meadville, 
Bradford and Buffalo and Southwestern 
divisions of the Erie, with headquarters 
at Huntington, Ind. succeeding J. P. 
Allison, who has been granted a leave 
of absence. 


A. O. Lalonde, assistant superintendent, 
Cochrane division, Canadian National, with 
headquarters at Parent, Que. has been 
transferred to Cochrane, Ont. E. P. 
Burns, assistant chief despatcher, Cochrane 
division, has been appointed assistant super- 
intendent of that division, with headquar- 
ters as before at Parent. The positions 
of trainmaster at Hearst, Ont., and assis- 
tant chief despatcher at Parent have been 
abolished. 


Christopher McDonough, whose re- 
tirement as general manager of lines east 
of Williston (N. D.) of the Great Northern, 
with headquarters at Duluth, Minn., was 
reported in the Railway Age of May 31, 
was born at Boston, Mass., on October 
18, 1876, and entered railroad service in 
1892 as a section laborer on the Great 
Northern at St. Cloud, Minn., and served 
in various minor capacities until 1901. From 





Christopher McDonough 


1901 to 1915 he was chief clerk in division 
superintendents’ offices at various points on 
the road. In 1915 he was appointed assis- 
tant to the general manager of the Spokane, 
Portland & Seattle (a Great Northern affili- 
ate), at Portland, Ore. A year later he 
became chief clerk to the general superin- 
tendent at St. Paul, Minn. Mr. McDonough 
was appointed trainmaster at Whitefish, 
Mont., in 1917, and superintendent of ter- 
minals at Everett, Wash., in 1918. In 1930 
he was appointed general superintendent of 
the Lake and Eastern districts, with head- 
quarters at St. Paul, and a year later he 
was named superintendent of the Spokane 
division, with headquarters at Spokane, 
Wash. On July 1, 1936, he was advanced 
to the position he held at the time of his 
retirement. 


Frank V. Percival, whose appointment 
as superintendent of the Klamath division 
of the Great Northern, with headquarters 
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= 
at Klamath Falls, Ore., was reported in 
the Railway Age of May 31, entered the 
service of the Great Northern in 1905 as a 
clerk, at Seattle, Wash., and served suc- 
cessively as assistant nightmaster, switch- 
man and collector, and night yardmaster 
until 1917, when he became general yard- 





Frank V. Percival 


master at Delta Junction, Wash. Released 
from the armed forces after World War I, 
Mr. Percival returned to the Great North- 
ern as assistant general yardmaster at Delta 
Junction and general yardmaster at Inter- 
bay, Wash. He was appointed trainmaster 
at Minneapolis, Minn., in 1930, and returned 
to the Spokane division in 1934 in the same 
capacity. In 1943 he was advanced to 
assistant superintendent of the Spokane di- 
vision, the position he held at the time of 
his recent promotion. 


M. J. Welsh, whose promotion to gen- 
eral manager of lines east of Williston (N. 
D.) of the Great Northern, with head- 
quarters at Duluth, Minn., was reported in 
the Railway Age of May 31, was born at 
Caledonia, Minn., on March 17, 1884, and 
entered the service of the Great Northern 
in 1904, as a clerk in the superintendent’s 
office at Havre, Mont., and served in vari- 
ous office capacities from clerk to chief 
clerk in the office of division superintendents 





M. J. Welsh 


at various points in Montana and Wash- 
ington. From 1916 to 1927 he served suc- 
cessively as trainmaster at points in Mon- 
tana and Washington. He was appointed 
assistant superintendent of the Minneapolis 


News Department continued on next left-hand page 








(Minn.) passenger station in 1928, assist- 
ant superintendent of the St. Cloud divi- 
sion in 1929, and superintendent in 1930, 
with headquarters at Minneapolis. In 1938 
he was transferred to the Willmar division, 
with headquarters at Willmar, Minn., the 
position he held at the time of his recent 
promotion. 


F. E. Carey, whose retirement as super- 
,intendent of transportation of the Canadian 
National, with headquarters at Van- 
couver, B. C., was reported in the Railway 
Age of May 24, was born at Railton, Ont., 
on May 26, 1882, entered the service of 
the Canadian Northern (now part of the 
Canadian National) in 1901, and served as 
an agent at various points in Manitoba 
until 1907, when he was promoted to dis- 
patcher at Winnipeg, Man. In 1911 he 
was transferred to Brandon, Man., and in 
1921 he was promoted to chief dispatcher, 
in which capacity he served at Brandon, 
Kamloops, B .C., and at Winnipeg. In 1940 
Mr. Carey was advanced to superintendent 
of Transportation, with headquarters at 
Vancouver, the position he held at the 
time of his retirement. 


J. L. Corbitt, whose retirement as su- 
perintendent of transportation of the Fort 
Worth & Denver City and the Wichita 
Valley (parts of the Burlington system), 


_with headquarters at Fort Worth, Tex., 


was reported in the Railway Age of June 7, 
was born at McKinney, Tex., on October 
30, 1881, entered railroad service in 1900 
with the Joint Car Association, at Fort 
Worth, and served in various minor ca- 
pacities on the Missouri - Kansas - Texas 
and the*Chicago, Rock Island & Pacific 
until 1912, when he was appointed chief 
clerk to the vice-president and general 
superintendent of the Rock Island, at Fort 
Worth. Four years later he was appoint- 
ed chief clerk to the superintendent of the 
M.-K.-T. at Muskogee, Okla. In March, 
1918, he became transportation clerk on 
the Southern Pacific, at Tucson, Ariz., 
and in May, 1919, returned to the Katy in 
the same capacity, at Parsons, Kan. In 
August, 1919, Mr. Corbitt was appointed 
chief clerk to the superintendent of trans- 
portation of the Fort Worth & Denver 
City, at Fort Worth, and in April, 1931, 
he was named transportation clerk to the 
vice-president and general manager. In 
October, 1942, he was advanced to super- 
intendent of transportation, the position he 
held at the time of his retirement. 


TRAFFIC 


W. J. Alexander, manager of mail, 
baggage and express of the Alton, at Chi- 
cago, has been appointed manager of mail, 
baggage and express service of the Gulf, 
Mobile & Ohio, with the same headquar- 
ters. O. Ashworth, general agent of the 
Alton, becomes general agent of the Gulf, 
Mobile & Ohio, with headquarters as be- 
fore at Bloomington, III. 


Grey Bruno has been appointed freight 
traffic manager of the Detroit & Mackinac, 
and W. T. Yake has been appointed gen- 
eral freight agent in charge of rates, both 
with headquarters at Tawas City, Mich. 


W. G. Casley has been appointed as- 
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N a steam locomotive it is a valve or cylinder bushing. 
They call the Diesel engine’s counterpart a cylinder liner. 
Both have tough jobs. Both demand an iron of superior heat 
resistance and wearability. Hunt-Spiller Gun Iron, made by the 
air furnace process, has always been a bisetle bushing material; 


for the same reasons it is now preferred for Diesel cylinder liners. 


Hunt-Spiller Gun Iron is standard with some Diesel builders 
and available for replacement on all makes; try it for longer 
spaced replacements. HSGI liners are supplied rough or finish- 


machined* for all sizes and types of Diesels. 


* Inside diameter surfaces of Diesel liners are finished by honing. 


Hunt-Spinter Mere. Corporarion = 


N. C. RAYMOND, President E. J. FULLER, Vice-Pres. & Gen. Mgr. 


383 Dorchester Ave. x South Boston 27, Mass. 
Canadian Representatives: Joseph Robb & Co., Ltd., 4050 Namur St., Montreal 16, P.Q. 
Export Agents: 

{nternational Rwy. Supply Co., 30 Church Street, New York 7. N. Y. 













sistant general freight agent of the Toledo, 
Peoria & Western at Peoria, Ill. Recently 
appointed general agents are J. L. Patter- 
son, Cincinnati, Ohio; Jerry Murray, 
Kansas City, Mo.; Roger A. Fischer, 
Minneapolis, Minn.; George E. Messing, 
Pittsburgh, Pa.; J. P. Anderson, Tulsa, 
Okla.; and H. E. Reeves, Wichita, Kan. 


Arnold W. Manchester, chief of the 
tariff bureau of the Central Vermont at 
St. Albans, Vt., has been appointed as- 
sistant general freight agent, succeeding 
J. L. Dempsey, who has retired on pen- 
sion after 40 years of railroad service. 


J. F. Dalton, vice-president in charge 
of traffic of the Norfolk Southern, has 
been appointed traffic manager, with head- 
quarters as before at Norfolk, Va. The 
office of vice-president—traffic, has been 
abolished. 


ENGINEERING & SIGNALING 


R. J. Bruce, track. supervisor-assistant 
engineer on the Missouri Pacifis, has been 
promoted to assistant engineer, with head- 
quarters at Wichita, Kan. 


H. C. Sampson, superintendent of sig- 
nals and telegraph of the Alton, has been 
appointed superintendent of signals of the 
Gulf, Mobile & Ohio, with headquarters 
as before at Bloomington, Ill. K. P. Good- 
win, superintendent of telephone, telegraph 
and signals of the G. M. & O., at Mobile. 
Ala., has been appointed superintendent of 
communications, with the same headquar- 
ters. 


H. T. Fleisher, supervisor of telegraph 
and signals of the Pennsylvania, with head- 
quarters at Fort Wayne, Ind., has been 
appointed, effective June 9, signal engineer 
on the Chicago & North Western, with 
headquarters in Chicago, succeeding O. S. 
Tomkins, who is to retire effective June 
30. Mr. Fleisher reports to S. E. Noble, 
assistant chief engineer communications and 
signals. 


F. L. Nicholson, chief engineer of the 
Norfolk Southern, with headquarters at 
Norfolk, Va., has retired, at his own re- 
quest, after 57 years of service with this 
road. M. C. Jennette has been appointed 
engineer maintenance of way, with juris- 
diction over engineering and maintenance 
of way and structures, with headquarters 


at Norfolk. 


C. T. Jackson, whose appointment as 
assistant chief engineer, system, of the Chi- 
cago, Milwaukee, St. Paul & Pacific, with 
headquarters at Chicago, was reported in 
the Railway Age of June 7, was graduated 
by the University of Missouri with a bach- 
elor’s degree in civil engineering. He 
entered the service of the Milwaukee upon 
graduation, and his experience has covered 
location, construction, and maintenance 
work. Previous to his recent promotion 
Mr. Jackson served successively as assist- 
ant engineer, resident engineer, locating 
engineer, district engineer, assistant engi- 
neer maintenance of way, and’ assistant to 
the chief engineer. 
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MECHANICAL 


L. R. Raether, superintendent of the 
Diesel shop of the Michigan Central at 
Niles, Mich., has been appointed super- 
intendent of shop at Collinwood Diesel 
Electric shop, New York Central system, 
at Collinwood, Ohio. F. P. Neesley, 
chief electric and Diesel supervisor of the 
Michigan Central at Detroit, Mich., has 
been appointed superintendent of shop at 
Niles. 


John F. McMullen, supervisor of car 
repairs of the Erie at Cleveland, Ohio, 
has been appointed superintendent of the car 
department, with the same headquarters, 
succeeding W. E. Harmison, who has 
retired after 31 years of service. J. B. 
Harmison, division car foreman at Jersey 
City, N. J., has been appointed shop super- 
intendent at Dunmore, Pa., succeeding 
C. N. Swartwood, who has been appointed 
supervisor of car repairs, Eastern district, 
at Jersey City. Born in Buffalo, N. Y., 
Mr. McMullin joined the Erie in 1911 
as a material deliverer in the Buffalo car 
shop. He was graduated from Canisius 
College, Buffalo, with the degree of bach- 





John F. McMullen 


elor of science. In 1924 he was appointed 
coach inspector at Buffalo and the same 
year he was transferred to Niles, Ohio, 
as car inspector and schedule engineer. 
He returned to Buffalo two years later 
as foreman of car repairs and in 1930 was 
named general foreman and division car 
foreman. In 1937 Mr. McMullen went 
to Susquehanna, Pa., as shop superintendent 
and in 1939 to Cleveland as supervisor of 
car repairs, western end. The following 
year he was appointed supervisor of car 
repairs, eastern end, which position he held 
until his recent promotion. 


The Gulf, Mobile & Ohio has announced 
the following appointments in connection 
with the consolidation of the G. M. & O. 
and the Alton: C. M. House, super- 
intendent of motive power and equipment 
of the Alton, at Chicago, becomes general 
superintendent of motive power and car 
equipment at Mobile, Ala. C. W. Esch, 
master mechanic of the Alton, at Bloom- 
ington, becomes superintendent of motive 
power and car equipment, with the same 
headquarters. H. B. Osten, assistant mas- 
ter mechanic of the Alton, becomes shop 


Table of Freight Operating Statistics appears on the next left-hand page 








superintendent, Bloomington shops, with 
jurisdiction over locomotive and car shops, 
including power plant, with headquarters 
as before at Bloomington. R. W. Seniff, 
engineer of tests of the Alton, remains 
at Bloomington in the same capacity. 
H. A. Harris, master car builder of the 
Alton, at Chicago, goes to Bloomington 
mm the same capacity. H. R. Kinney, 
general foreman of locomotive shops of 
the Alton, at Bloomington, becomes mas- 
ter mechanic at Chicago. E. A. Johnson, 
mechanical assistant of the Alton, at St. 
Louis, Mo., becomes master mechanic, with 
the same headquarters. The jurisdiction 
of master mechanics will include both lo- 
comotives and car departments. The posi- 
tions of mechanical assistant at St. Louis, 
and assistant master mechanic at Bloom- 
ington have been abolished. T. C. Salmon, 
chief clerk to the superintendent of motive 
power and equipment of the Alton, at Chi- 
cago, becomes assistant to the general su- 
perintendent of motive power and car 
equipment, at Mobile. J. P. King, me- 
chanical and electrical engineer of the 
G. M. & O., remains at Mobile in the 
same capacity. J. O. Green, superin- 
tendent of motive power and car equipment 
of the G. M. & O., remains at Mobile in 
the same capacity. 


PURCHASES AND STORES 


William A. Grafelman has been ap- 
pointed acting purchasing agent of the 
Toledo, Peoria & Western, at Peoria, IIl. 


SPECIAL 


Brent Baxter has been appointed direc- 
tor of personnel research of the Chesa- 
peake & Ohio, the New York, Chicago & 
St. Louis and the Pere Marquette, with 
headquarters at Cleveland, Ohio. 


W. B. Seymour has been appointed 
assistant to chief of personnel of the Atlan- 
tic Coast Line, with headquarters at Wilm- 
ington, N. C. 


J. M. McDonald, manager of person- 
nel of the Alton, at Chicago, has been ap- 
pointed manager of personnel, eastern and 
western divisions, of the Gulf, Mobile & 
Ohio, with the same headquarters. 


OBITUARY 


Oscar A. Roedell, manager of baggage, 
milk and dairy traffic of the Minneapolis, 
St. Paul & Sault Ste. Marie, with head- 
quarters at Minneapolis, Minn., died in 
that city on June 4. 


Lt. Col. William S. Fetherstonaugh, 
who retired in 1939 as divisional construc- 
tion engineer of the Canadian National 
in Alberta, died recently at Victoria, B. C. 


Charles R. Sugg, who retired four years 
ago after serving for 35 years as electrical 
engineer of the Atlantic Coast Line at 
Wilmington, N. C., died on June 3 after 
a long illness, at 72 years of age. In 
1926-27 Mr. Sugg served as president of 
the Association. of Railway Electrical 
Engineers. 
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Region, road and year 


New England Region: 


Boston & Albany ........... 
Boston & Maine ............ 
N. Y., New H. & Hartf* 


Great Lakes Region: 


Delaware *& Hudson ......... 
Del., Lack. & Western....... 


a eh? Wetug sw aac 


Grand Trunk Western 


[ee TONEY... 0c ccc cece 
New York Central .......... 
New York, Chi. & St. L. said 
Pere Marquette ............. 
Pitts. & Lake Erie .......... 
PE Poh hoe bw ain sy fo 2 


Central Eastern Region: 


Baltimore & Ohio ........... C 


Central of New Jersey* 


Central of Pennsylvania 


Chicago & Eastern IIl. 
Elgin, Joliet & Eastern 


LO |, a ees 
Pennsylvania System ........ 


A ee Ry Te 


Pocahontas Region: 


Chesapeake & Ohio.......... 
Norfolk & Western.......... 


Southern Region: 


Atlantic oS tr ee 
Central of Georgia*® ......... 
Gulf, Mobile & Ohio......... 
Giinois Central .............- 
Louisville & Nashville ....... 
Seaboard Air Line.......... 


ES ee ee ee 


Northwestern Region: 
Chi. & North Western 


Chicago Great Western ..... + 
Chi., Milw., St. P. & Pac. + 
Chi., St. P., Minneap. & ont 
Duluth, Missabe & Iron Range . 
cebet Diotthern -....6.<-.6..00% : 
Minneap., St. P. & S. Ste. M. -4 
Northern Pacific ............ 


Central , Western Region: 


| AEE FRE nr 

Atch., Top. & S. Fe (incl. 
G.C. & S.F. & P.&S. F.) 

Chi: Burl. &4juincy......... 1947 


Chl, Rock I. & Pac.* ........ 


Denver & R. G. Wn.* 


1 
Southern Pacific Company... . 3 


CFeRON OIRO Ss gS ees 8s Fh 


Southwestern Region: 
Mo.-Kans.-Texas Lines 


Missouri Pacific® ........... 
oo Se | ee ere 
St. Louis-San Francisco* .... 
St. Louis-San Fran. & Texas. 3 
St. Louis Southw. Lines* .... 

Texas & New Orleans........ 
* Report of trustee or trustees. 





1243 


Train- 
miles 
150,789 
166,740 
343,126 
357,409 
400,295 
412,953 


320,578 


2,129,144 
7 


2,023,299 
2,236,710 


1,099,509 


2,447,936 
2,416,796 


535,103 


Locomotive-miles 
Pun 





c . . 
Principal 


an 
helper 


165,595 


215,334 
111,880 


630,686 
1,431,812 
1,311,637 

918,471 

847,098 


1,109,085 


2,278,609 


1,147,043 
1,168,953 


28, 
25,510 


Car-miles 


Freight Operating Statistics of Large Steam Railways—Selected 


Ton-miles (thousands) Road locos. on line 





Loaded Per by’ 
(thou- cent 
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Gross Net- 
excl. locos. rev. and 
non-rev. 
209,529 85,259 
239,259 98,809 
0,402 350,403 
894,856 382,817 
901,041 396,690 
943,386 417,283 
1,013,522 554,878 
995,587 518,486 
966,069 449,660 
946,284 441,585 
2,561,360 1,118,162 
2,444,030 1,062,119 
622,206 77,963 
514,540 222,677 
956,327 466,172 
986,571 483,52 
8,737,016 4,092,269 
9,029,007 4,161,641 
1,835,146 829,99 
1,588,001 706,914 
1,000,871 460,937 
874,15 404,904 
326,926 187,803 
354,757 202,502 
+ 1,587,862 722,579 
1,508,887 673,148 
5,377,647 2,675,804 
5,324,379 2,666,299 
246,672 121,165 
519,702 277,314 
251,520 135,095 
371,129 186,739 
393,257 197,452 
320,337 171,670 
285,712 153,301 
31,067 13,396 
32,996 14,005 
1,459,017 5,630,113 
1,255,019 5,497,846 
1,402,209 773,165 
1,486,774 824,602 
5,277,936 3,061,211 
4,834,173 2,801,335 
3,423,260 1,895,286 
3,166,643 1,734,093 
1,831,880 837,031 
2,087,491 901,422 
07,914 242,331 
522,421 248,895 
786,077 387,834 
761,696 362,829 
4,048,216 1,948,633 
3,952,044 1,877,480 
3,020,329 1,567,453 
2,964,183 1,514,759 
1,814,196 840,580 
1,894,380 820,301 
3,189,216 1,454,180 
3,302,772 1,527,363 
2,377,621 1,080,420 
2,339,863 1,071,284 
625,730 286,439 
600,341 264,332 
3,417,673 1,612,212 
3,487,784 1,603,808 
449,837 205,925 
438,376 193,968 
42,557 19,716 
31,319 14,654 
2,658,696 1,215,579 
2,895,088 1,251,652 
61,603 62,727 
946,121 439,626 
2,281,228 1,130,874 
2,243,339 1,070,226 
395,799 183,477 
388,196 172,471 
6,695,551. 2,725,524 
6,004,638 2,519,274 
3,932,597 1,633,410 
3,600,143 1,617,806 
2,865,458 1,258,957 
2,628,800 1,112,107 
65,261 386,321 
594,201 292,839 
5,673,022 2,468,767 
5,357,163 2,199,782 
6,375,362 2,919,945 
5,638,320 2,363,986 
1,038,345 461,432 
948,491 426,202 
3,868,388 1,174,446 
»300,953 1,453,756 
878,922 358,068 
61,396 300,426 
1,677,872 748,679 
1,657,992 767,990 
40,540 16,481 
40,085 17,534 
962,170 430,104 
744,493 332,799 
1,804,133 807,763 
1,596,571 699,258 
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” Region, road and year 
New England Region: 
8 Boston & Albany ........... 1947 
2 1946 
7 Boston & Maine ..... cio 1947 
2 1946 
5 N. Y., New H. & Hartf*..... 1947 
3 z 1946 
Great Lakes Region: 
1 Delaware & Hudson ......... 1947 
8 1946 
5 Del., Lack. & Western....... 1947 
7 1946 
7 | OO ROT Re OEP Doe 1947 
0 1946 
7 Grand Trunk Western....... 1947 
1 1946 
0 Lehigh VOUee® aici is cicee ces 5 1947 
3 1946 
1 New York Central .......... 1947 
0 é 1946 
1 New York, Chi. & St. L. ....1947 
8 1946 
7 Pere Marquette ............. 1947 
8 1946 
4 Pitts. & Lake Erie .......... 1947 
1 1946 
4 Weeden ico. esti saten 1947 
1 bs 946 
Central Eastern Region: 
3 Baltimore & Ohio ........... 1947 
3 1946 
6 Central of New Jersey*...... ped 
7 
3 Central of Pennsylvania ..... oa 
7 Chicago & Eastern Ill. ...... 1947 
5 . 5 1946 
1 Elgin, Joliet & Eastern ...... 1947 
0 1946 
1 jC EL: Se eer ae 1947 
5 ; 1946 
1 Pennsylvania System ........ 1947 
6 a 1946 
7 Dy s2cis CONS eloesle eStats 1947 
4 ' 1946 
Pocahontas Region: 
0 Chesapeake & Ohio.......... 1947 
5 1946 
8 Norfolk & Western.......... 1947 
9 f 1946 
Southern Region: 
3 tlantic 2 Ene 1947 
5 1946 
1 Central of Georgia® ......... 1947 
’ ? : 1946 
B Gulf, Mobile & Ohio......... 1947 
" : 1946 
1 Lilies: Central 2 5.565 260503 1947 
5 ne f 1946 
1 Louisville & Nashville ....... pa 
" 46 
" Seaboard Air Line.......... 1947 
; 1946 
1 SOUMIN NS 56/53 Sa uw eRe selore 1947 
] 1946 
Northwestern Region: 
3 Chi. & North Western ...... 1947 
) 1946 
Chicago Great Western ...... ps 
} : N 46 
1 Chi., Milw., St. P. & Pac. ..1947 
3 : _ 1946 
| Chi., St. P., Minneap. & ~~ 
) 
; Duluth, Missabe & Iron Range Had 
) 
7 Great Northern ............. 1947 
1 i 1946 
) Minneap., St. P. & S. Ste. M. 1947 
; 1946 
’ Northern Pacific ............ 1947 
} 1946 
Central Western Region: 
) PGE ac chr iors ohieincsiae ones 1947 
1946 
Atch., Top. & S. Fe (incl, 1947 
| G.C.& S.F. & P.&S. F.) .1946 
; Chi. Burl. & Quincy......... 1947 
; ; 1946 
) Chi, Rock I. & Pac.*........ 1947 
? 1946 
Denver & R. G. Wn.* ...... 1947 
? 1946 
) Southern Pacific Company... .1947 
A Z 1946 
Cae TR so cess cece es 1947 
1946 
Southwestern Region: 
: Mo.-Kans.-Texas Lines ...... 1947 
| e s 1946 
| Missouri Pacific® ........... 1947 
‘ 1946 
Texas & Pacific ............. 1947 
| 5 1946 
St. Louis-San Francisco*® ....1947 
| é 1946 
St. Louis-San Fran. & amet | 
] 
! St. Louis Southw. Lines* ... Boal 
) Texas & New Orleans........ 1947 
) 1946 





Freight cars on line 
- “~ 7 2 
Per 
: Cent 
Home Foreign Total B.O. 
215 5,032 5,247 0.2 
322 5,394 5,716 0.4 
1,087 11,995 13,082 1.8 
2,016 12,466 14,482 1.6 
1,231 20,745 21,976 1.6 
2,018 19,057 21,075 yo 
2,001 8,046 10,047 3.4 
2,743 6,896 9,639 5.3 
3,436 15,202 18,638 3.1 
4,793 12,809 17,602 4.6 
4,498 27,254 31,752 2.8 
8,223 24,016 32,239 ou2 
3,385 13,887 17,272 4.1 
3,616 8,208 11,824 4.0 
3,641 16,094 19,735 3.6 
6,50 14,458 20,960 7.0 
40,524 117,311 157,835 2.9 
53,185 104,919 158,104 4.3 
1,706 15,788 17,49. 1.6 
2,167 12,174 14,341 3.6 
2579 17,150 20,729 2.4 
4,618 10,601 15,219 4.9 
2,064 2373 10,437 3.2 
3,182 9,160 12,342 5.5 
4,231 18,174 22,405 1.8 
5,819 14,616 20,435 4.3 
33,097 54,560 87,657 4.3 
36,159 53,626 89,785 5.6 
508 9,97 10,480 2.0 
4,444 14,01 18,457 6.5 
954 4,051 ,005 6.4 
1,607 4,503 6,110 4.8 
2,253 4,097 6,350 4.7 
6,573 10,536 17,109 1.2 
7,580 6,255 13,835 3.0 
55 6,487 6,542 8 
43 5,118 5,161 8 
105,033 136,732 241,765 9.6 
121,125 121,253 242,378 7.2 
7,962 29,107 37,069 pS 
10,46 26,841 37,304 2.7 
35,060 17,718 52,778 1.1 
36,239 17,714 53,953 2.1 
25,891 8,135 34,026 2.2 
27,505 7,442 34,947 1.5 
7,103 21,473 28,576 3.4 
8,777. 23,086 31,863 2.0 
1,242 6,44 7,690 2.0 
1,605 7,090 8,695 1.5 
1,382 7,842 9,224 1.1 
1,722 7,496 9,218 1.2 
13,632 33,732 47,364 1.2 
12,648 39,302 51,950 1.1 
24,584 18,747 43,331 4.3 
,878 19,289 24,167 1.7 
5,995 21,667 27,662 2.0 
25,888 16,255 42,143 4.8 
12,379 32,154 44,533 §:3 
14,686 33,980 48,666 4.4 
17,237 40,300 . 57,537 3.2 
21,184 36,009 7,193 3.3 
692 4,603 295 2.4 
1,293 5,054 6,347 4.1 
16,951 43,038 59,989 1.6 
23,497. 41,942 65,439 1.5 
834 7,803 8,637 5.3 
878 8,519 9,397 yf 
14,844 547 15,391 a5 
S17 360 15,538 3.8 
16,602 21,917 38,519 3.1 
21,628 27,133 48,761 2:7 
4,677 05 12,735 3.8 
6,421 8,419 14,84 3.9 
14,788 17,140 31,92 3.9 
17,964 21,047 39,011 3.7 
868 5,433 6,301 17 
1,611 6,366 7,977 1.0 
33,385 37,592 70,977 4.9 
39,021 34,304 73,325 5.2 
11,607 31,777 43,384 3.8 
16,075 30,777 46,852 24 
»786 1073 25,859 2.9 
10,843 25,882 36,725 4.2 
1474 9253 11,727 5.4 
3238 4,123 11,361 6.3 
20,911 39,801 60,712 3.1 
21,890 42,719 64,609 3.0 
23,599 38,054 61,653 a7 
26,319 33,704 60,023 3.7 
1,025 9,240 10,265 1.0 
1,643 8,597 10,240 1.8 
13,498 26,888 40,386 2.1 
16,586 21,780 38,366 1.5 
1,033 »510 3543 1.9 
1,430 6,527 3957 1.8 
4,193 15,471 19,664 2.1 
5,478 13,870 19,348 2.2 
ia as 360 360 3.6 
oman 264 264 1.9 
1,206 5,176 6,382 2.9 
1,236 5,709 6,945 2.2 
2,887 16,797 19,684 1.7 
4,029 16,793 20,822 3.5 


Items for the Month of March 1947 Compared with March 1946 


G.t.m. per G.t.m. per 
train-hr. train-m1. 
excl.locos. excl.locos. 

and and 

tenders tenders 

22,095 1,400 
22,769 1,443 
36,375 2,397 
37,176 2,510 
32,210 2,259 
31,307 2,292 
54,684 3,177 
55,489 3,259 
43,353 2,872 
42,904 2,809 
50,302 3,136 
52,788 3,168 
41,024 2,176 
40,512 2,031 
51,582 3,077 
52,399 3,139 
38,334 2,634 
40,996 2,622 
47,885 2,551 
48,440 2,533 
36,319 2,213 
40,147 2,227 
48,426 3,179 
50,299 3,289 
45,286 2,348 
43,790 2,249 
30,969 2,532 
31,845 2,560 
33,758 2,791 
33,579 2,984 
35,921 28837 
33,598 1,986 
35,229 1,974 
14,708 2,517 
17,938 2,401 
6,294 862 
4,31 917 
35,033 2,777 
38,857 2,769 
33,695 2,664 
32,548 2,615 
59,170 4,082 
59,299 4,105 
63,514 4,105 
64,279 4,065 
27,489 1,680 
27,857 1,678 
886 1,632 
29,241 1,594 
48,028 2,693 
38.471 2,152 

e111 60 
42,487 2,614 
27,250 1,831 
32,946 1,955 
33,664 1,953 
29,305 1,887 
26,866 1,596 
25,194 1,498 
31,553 2,289 
31,869 2,160 
35,533 2,054 
33,985 2,061 
34,130 2,264 
35,172 2,307 
24,599 1,868 
3,812 1,891 
18,982 1,411 
35,535 1,178 
38,169 2,410 
37,573 2,455 
33 1,928 
31,027 1,884 
43,172 2,634 
38,856 2,526 
39,481 2,239 
29,489 1,654 
48,943 2,439 
46,082 2,384 
6,11 2,746 
42,543 2,550 
37,735 2,133 
36,859 2,067 
38,597 2,248 
35,152 2,086 
42,156 2,695 
40,953 2,551 
51,655 2,627 
47,229 2,378 
36,718 1,948 
33,594 1,689 
41,173 2,316 
39,795 2,258 
44,496 2,192 
44,262 2,217 
32,863 1,671 
32,387 1,636 
5,449 1,327 
22,492 1,176 
46,651 2,377 
4,18 2,325 

35,733 1,79 
3,902 1,792 


Net. 


ton-mi. 
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Compiled by the Bureau of Transport Economics and Statistics, Interstate Commerce Commission. Subject to revision. 
Railway Age—Vol. 122, No. 24 


Car 


Net 


miles daily 


per 
car- 
day 


ap nn ete Oo STS BS Wo Ge DO UN Ute Wo 8? WWwhAW 
FOASS SIOBSGRANSOEERAOARSA Browse 
NONOU CUNDDHONWUOUACUUNODOOH MS BDOtm ee 


— — Cay et et 


NRESRWYONSNYEN VNON MENNSANSONN! 
NOSCWOUNOCEAOANH WOH A AiNdOiNOAWOADL. 


ANNM AMNMNMAMAahMAUNQAaeUh UUQK NNww 


MwWww 
NACONDSS BH 


aha 


00095 Oat 
MMBWNOOAWH=WNHOAD OM 


Wn 
ae 


ton-mi, 


per 


road-mi. inc. loco. 


Coal 
Ib. per 
1000 
g.t.m. 


Mi. 


Toco. 





Qo css 
Neat 
Doiwin 


ACGSH NONASSASHA: 


— 
NRAS HaNBADWOWKSO.: 


CO NICOCO MOCO 


os bet 
oonwe w©o 
SNARANA 


—- 
_— 
Niet hii OAS oO lointe 


Noo 


nee 
Ge G2 09 60 
ono 


oo 
RPNYRA Od YEAwoanarvuewwunnw 





CLARK'S — 
MODERN METHODS 
AND MACHINES AS 
PRESENTED IN THIS NEW ISSUE OF 
“MATERIAL HANDLING NEWS” 
\. WILL HELP YOU TO 4 
ACHIEVE YOUR 







cm ee 


CLARK TRU 


Division of CLARK EQUIPMENT COMPANY 
BATTLE CREEK, MICHIGAN 
JACKSON, BERRIEN SPRINGS, 





RACTOR 


OTHER PLANTS — BUCHANAN, 





Please send me a copy of the Transportation Issue of “Material Handling News.” 








STREET & NUMBER 
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General News 
(Continued from page 1228) 


April Truck Traffic 


Motor carriers reporting to the Ameri- 
can Trucking Associations transported in 
April 2,436,145 tons of freight, a decrease 
of 2.1 per cent under the 2,463,736 tons 
transported in March, but an increase of 9 
per cent over the 2,207,950 tons hauled in 
April, 1946. The A.T.A. index figure, based 
on the 1938-40 average, was 203 for April, 
as compared with 206 for the previous 
month. 

The April figures, according to the 
A.T.A., are based on comparable reports 
from 270 carriers in 41 states. Carriers in 
the Eastern district reported a tonnage in- 
crease of 0.3 per cent over March and 13 
per cent over April, 1946; carriers in the 
Southern region reported decreases of 14.6 
per cent and 3 per cent, respectively; and 
carriers in the Western district reported a 
decrease of 0.2 per cent below March, but 
an increase of 9.1 per cent over April, 1946. 


Train to Publicize Oklahoma 


A 19-car industrial train, carrying 12 
exhibits aimed at attracting new manufac- 
turing plants and distributing houses to 
Oklahoma, will tour the chief manufac- 
turing centers in the North and the East 
from June 26 to July 11, inclusive. Ap- 
proximately 250 Oklahoma businessmen 
and educators will accompany the train, 
which cost $50,000 to prepare. Cities in- 
cluded on the tour are St. Louis, Mo., Chi- 
cago, Toledo, Ohio, Detroit, Mich., Cleve- 
land, Ohio, Buffalo, N. Y., Boston, Mass., 
New York, Philadelphia, Pa., Pittsburgh. 
and Cincinnati, Ohio. 


Seaboard Aids in Schooling Boys 
in Forestry 


Twenty-four outstanding Future Farm- 
ers of America in the Southeastern states 
will be singled out for their work in for- 
estry and will attend Virginia’s Forestry 
Training School at Holiday Lake for a 
period of one week beginning July 28. The 
twenty out-of-state boys will receive all- 
expense trips with the four Virginia win- 
ners receiving fifty dollar war savings 
bonds, it was announced by Dallas T. 
Daily, general industrial agent of the Sea- 
board Air Line. Through a co-operative 
arrangement with the Southern Pulpwood 
Conservation Association the camp ex- 
penses of these boys will be paid by the 
Seaboard, with the supporting industries 
paying other expenses. 


Add New Coaches to R. I. Trains, 
Stop Need for Reservations 


The delivery of 27 new streamlined chair 
cars enabled the Chicago, Rock Island & 
Pacific. this week to eliminate coach reserv- 
ations on its ‘Rocket” trains operating be- 
tween Chicago and Peoria, Ill, and Chi- 
cago and Des Moines, Iowa. In addition to 
the chair cars, the road announced receipt 
of new streamlined de luxe “day-nite” 
coaches for its “Golden State,” operating 
(Continued on page 1246) 
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(Continued from page 1245) 
between Chicago and Los Angeles, Cal. 
The new equipment is the first delivered 
of a $5,500,000 order for passenger cars of 
all types placed with the Pullman-Standard 
Car Manufacturing Company. 


M. P. Hits Loss, Damage Claims 
in System-Wide Program 


A program to combat loss and damage 
claims has been inaugurated by the Mis- 
souri Pacific, following a recent confer- 
ence of more than 300 operating, trans- 
portation and traffic officers in St. Louis, 
Mo. P. J. Neff, chief executive officer, said 
that teams composed of selected station, 
yard, train and traffic forces will be thor- 
oughly instructed in the latest loading and 
packaging methods. These teams, each ac- 


companied by a claims-prevention field: 


man, will go out on the line to transmit 
their knowledge to other personnel. 

Conferences will also be held with ship- 
pers to secure their cooperation in better 
packaging and loading of car-lot move- 
ments, Mr. Neff stated. The problem of 
loss and damage claims will be carried to 
the road’s personnel and to shippers by 
posters, motion pictures and printed mat- 
ter, he said. yt 


Railroad Investment Must Be 
Encouraged—E. E. Norris 


Anyone with a grain of sense and only 
superficial knowledge of old-fashioned 
arithmetic knews the nation’s taxpayers 
are going to find themselves in the rail- 
road business unless private investors are 
given greater encouragement and more 
incentive to invest their savings in rail- 
road securities, Ernest E. Norris, presi- 
dent of the Southern, told the stockholders 
at their recent annual meeting. “In so far 
as the railroads are concerned,” he added, 
“any talk about huge profits is merely a 
lot of baloney, no matter how thin it’s 
sliced. Railroads only earned an average 
of 234 per cent on investment last year 
and that’s not even half the réturn they 
must have if they are to remain privately- 
owned and provide the efficient, economical 
service that keeps all the wheels going 
around in the country’s economic machine.” 

Mr. Norris pointed out that in 1946 
taxes took nearly eight cents out of each 
dollar of the Southern’s gross revenue 
and amounted to 78 per cent more than 
the net income of $9,252,270. The road’s 
stockholders received $6,894,600 in divi- 
dends during the year and the employees’ 
wage increases totaled $19,398,243 on an 
annual basis. Describing 1946 as a year of 
frustration, he said, “every time we made 
a dollar six hands grabbed for it. All of 
our costs went sky-high. The Interstate 
Commerce Commission finally got around 
to giving us an increase in freight rates 
effective on January 1, 1947. We estimate 
this will produce about $20,000,000 addi- 
tional gross revenue to the company in 
1947, But it will be more than eaten up 
by the cost of the wage increases granted 
last year, plus increased payroll taxes due 
to the Crosser Act. Moreover, non-operat- 
Ing employees alone have already de- 
manded another wage increase that would 
add millions more to our costs . . .” 
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Here in this 28-page engineering catalog you will find everything 
you need to know about spring specifications: 28 fact-filled pages 
containing all the data necessary to specify springs for any 
purpose—formulas, graphs, charts, tables and illustrations for 
all types of springs from light wire to heavy elliptic. Write today 
for your copy of Catalog 301. 













H. K. PORTER COMPANY, Inc. 


AMERICAN-FORT PITT SPRING DIVISION 
PITTSBURGH 22, PENNSYLVANIA 
District Offices in Principal Cities 

















SECTION M 


which we will exhibit at Atlantic City. 


69 Dey Street 
New York 7, N. Y. 


O BRUBAKER 


YEARS METAL CUTTING 


TOOLS 


will be on display at 


ASSOCIATION OF AMERICAN RAILROADS 
MECHANICAL DIVISION and PURCHASES and STORES DIVISION CONVENTION 


ATLANTIC CITY, NEW JERSEY 


JUNE 23 to 28, 1947 


BOOTH No. 11 


We invite your personal inspection of the “STANDARD” and “SPECIAL” cutting tools 


Our display will convince you that we can 


take care of your Cutting Tool requirements whatever they may be. 


Sixty. Years of Service to the Railroads 


BRUBAKER TOOL COMPANY 





59 E. Van Buren Street 


MILLERSBURG, PENNSYLVANIA Chicago 5, Illinois 
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AIR DUMP 
CARS 


RAIL CARS 

MINE CARS 
AND 

~ LOCOMOTIVES 

AXLESS TRAINS 


COMPLETE 
HAULAGE SYSTEMS 


DIFFERENTIAL STEEL CAR CO. 
FINDLAY, OHIO 

















RAIL, RAILROAD 
EQUIPMENT AND 
ACCESSORIES, 


LOCOMOTIVES, 


COMPLETE RAILROADS 


BOUGCHT-SOLD 
LIQUIDATED 


DULIEN STEEL PRODUCTS, INC. 


of Washington 
9265 E. Marginal Way « Seattle 8, Wash. « LA. 6000 








CHAMBERSBURG 
La NN 


1897 e Fiftieth Anniversary e 1947 








CHAMBERSBURG ENGINEERING CO. - CHAMBERSBURG, PA. 
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